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The ‘Puffing Billy.” 

There has recently been held in London an exhibition of 
“eientific Instruments ” of various kinds, andamong them old 
locomotives and models of locomotives and other objects re- 
lsting to the early development of railroads in that country. 
The engraving which we give herewith (which is copied from 
one in The Pngineer) is of an engine built in 1818. The fol- 
lowing history of this engine is copied from Colburn’s Treatise 
on the Locomotive Engine: 

“While Murray’s engines, the first ever applied permanently 
and on a-commercial scale to the purposes of ways, were 
working between Middleton and Leeds, Mr. Blackett, of 
Wylam, was seeking to make something of the Trevethick en- 
gine which he had pascheced the previous year. Mr. Blackett’s 
colliery viewer, William Hedley, was the chief mechanical en- 
gineer in this attempt. Hedley first endeavored to ascertain 
whether the ordinary adhesion of the wheels of an engine upon 
smooth rails would be sufficient to insure the useful applica- 
tion of the whole of the steam tractive force. He ex ment- 
ed with wagons driven by manual power, exerted by cranks 
and gearing, and he eubsequently patented a mode of support- 
ing steam engines upon railway carriages. This patent has 
baen said to cover the use of smooth ving-wheels for loco- 
motive engines, and it has been claimed for Hedley that he 
was the father of the present system of working locomotive en- 
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gines by means of the friction between their own wheels and 

smooth rails. Although Trevethick had already done this, 

Hedley, acting for Mr. Blackett, was no doubt the firat to work 

up the adhesion of the driving-wheels upon ® commercial scale, 
* 


“Hedley constructed an engine much upon Trevethick’s plan, 
tnd which was set to work early in 1813. It had a cast-iron 
boller, with a single internal flue, a single cylinder six inches 
indiameter, and a fly wheel. The engine worked the ad- 

ion of its driving-wheels upon smooth rails. @ boiler 
Was deficient in steaming or evaporating power, and much in- 
convenience was felt for the want of a second cylinder. The 
tewults were such, however, as to encourage Mr. Blackett to 
commission Hedley to make another and better engine.” 

This is the engine which is represented in the engraving and 
Which had been deposited in the Patent Office Museum and 
of which The Enguneer says: 

“Tt appears to far greater advantage in ite present tempo- 
"ify position than it did in its permanent home, where it was 
80 crowded up thas it was impossible to get a fair view of it. It 
Wee built at Wylam in 1813, or thereabouts, from the designs of 

wiiam Hedley, and it forms a most interesting link in the 

of the locomotive.” 
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Gontributions. 
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Permanent Way—iron versus Steel Rails. 
os Tae Eprror or THE RAILROAD GAZETTE: 

% ® recent issue of your paper, ® correspondent asks for 
Hatistical information about the wear of rails on grades and 
curves, and comments on the lack of accessible information 
on this subject. As the question of permanent way in several 
Teepects is somewhat obscure, any light that can be thrown 
“8 sny branch of it ought to be welcomed by the profession. 








was read before the British Institute of Civil- Engineers on the 
23d of last May, in which the writer declares that “the life of 
a rail is entirely a question of tonnage and the speed and fre- 
quency of trains.” This is altogether too broad an assertion, 
and would not have been made had the writer been familiar 
with the history of rail-making. The way in which the rail is 
made, the shape and the style of joint fastening are all closely 
connected with its endurance. The author of the above 
declaration refutes himself in the same paper, for he gives the 
life of iron rails, on the same road, as wide a margin as from 
28 to 24% years. While the data he gives may be accepted as 
accurate, it is certainly worth while to inquire why there 
should be such an immense difference in the endurance of rails 
on the same road. 


Perhaps a brief statement of facts may give some light on 
this subject. Before the invention of “ three-high” rolls for 
rolling mills, it was found impossible to completely finish even 
a short rail 16 to 20 feet long at one heat. Before it could be 
made smooth and free from rough notches and gaps in the 
base, it had to be returned to the furnace to be reheated. This 
last operation gave what is known as a washing or welding 
heat, and the result was a most excellent, enduring solid iron 
rail, which could not scale or flake off, and was seldom if ever 
known to break. When made from a solid bloom of homo- 
geneous iron, the endurance would now be considered aston- 
ishing. In this respect, the life of a rail is entirely a question 
of the mode of making and uot at all of quality of metal or of 
any other consideration, 





THE “PUFFING BILLY.” 
Locomotive built at Woglam, England, in 1813, from the design of Mr. William Hedley. 


The introduction of three high rolls lessened the time re- 
quired to roll a rail one-half, and made it practicable not only 
to make it 30 to 60 feet long, but to finish it entirely at one 
heat. Other causes have combined, with the entire absence 
of inspection, either by any governments or by the railroads, 
greatly to deteriorate the quality of the iron rails made within 
the past twenty years. The material has consisted largely 
of scrap iron and old rails, bought cheap because it could not 
be otherwise utilized, which was carelessly worked up by the 
pasting process, into what was called a rail, but which was 
actually worthless as well as extremely dangerous. Composed 
of layers of iron, one on top of another, merely stuck together 
by the process of rolling, without being welded at all, as soon 
as it was placed in the track the process of disintegration be- 
gan which may now be seen on any well-worn railroad track, 
and rail-breaking became an every day occurrence. The various 
layers of which an ordinary iron rail is composed may separate 
and break down, so that the rail cannot be used at all in a few 
months. This has been so often the case as to cause railroad 
managers to reject iron rails altogether and insist on steel, 
when the article they purchase as steel is too often nothing of 
the kind, but is simply the old-fashioned homogeneous iron 
rail come again, in another and more expensive shape. 


The endurance of the old style of rails is indeed remarkable. 
Thirty-five miles of the iron in the track of the Vicksburg & 
Meridian road, west of Jackson, Miss., over which the heaviest 
traffic has always passed, is yet in use, that was laid when the 
road was first built, more than 36 years ago. The same sort of 
rails were used between New York and Philadelphia, on the 
Camden & Amboy road, for 20 years in the main track, and for 





your issue of June 80 is-given a synopsis of a paper which 


20 more in sidings, None of these were ever known to break. 





Most of these old rails would be considered very light now, 
none of them weighing more than 45 Ibs. to the yard, and 
many of them only 42 Ibs. The writer knows of a number of 
Western roads where these old light rails are yet in track, per- 
fectly good after 20 to 30 years’ constant wear. It will be in- 
teresting to collect statistical information of the amount 
known yet to be in track in the United States. It is certainly 
very large. 

Though at first it was extremely difficult to induce railroad 
men to use steel rails at all, from the causes above named, 
they have been led to jump to the opposite extreme aud reject 
iron rails altogether. The quality of steel now used for this 
purpose is very uncertain; indeed, nearly all the virtues claimed 
for it properly belonging to well-made iron rails. In fact, it is 
more than doubtful whether most of the present product is 
steel at all. 

Of course if it is steel, the merits it possesses must be due to 
the amount of carbon contained in it. 

Brande and Mushet, eminent English scientists who have 
carefully investigated the composition and qualities of steel, 
declare that to entitle iron properly to be thus called, it must 
contain from 0,64 to 0.98 per cent. of carbon, With less than 
this it is simple wrought iron, and when the quantity is much 
greater it becomes cast iron, which contains it in proportions 
as high as 7 per cent. The English writer quoted gives the 
analysis of the metal he examined as containing but 0,320. 
The quantity here given is so exceedingly minute as to rank 
this metal among irons rather than steels, for it would be im- 





possible entirely to eradicate all the carbon from the molten 
mass 80 that not a trace could be detected. Brande asserts 
that wrought iron is never absolutely free from carbon. 

In 1874 a number of first-class roads reported the increased 
cost of steel over iron rails to the Dlinois Railroad Commis- 
sioners to be $35 to $40 a ton, or $3,000 a mile for rails weigh- 
ing 56 Ibs. to the yard, 

Is it not worth inquiring whether an equally durable rail 
cannot be obtained for very much less money? The cost of the 
old re-heated rail was no greater than the article now fur- 
nished, and it is believed that a similar article might now be 
obtained, if it was wanted, at a price no greater than that 
charged 25 years ago. The subject is certainly a most impor- 
tant one, and well worth the careful consideration of railroad 
managers, from an economic point of view. Most undoubtedly 
from the side of the public and the railroad stockholder is it 
certain that rails cannot be made too safe and durable, or too 
cheaply, having in view the other good qualities named. 

EXPERT. 

[We must protest mildly, in the interest of a fair state- 
ment of a metallurgical problem, against portions of our 
correspondent’s letter. An interesting part of the whole 
question, in one phase at least, turns upon what consum- 
ers at large will agree to call ‘‘ steel,” but, in view of the 
fact that within a month past an international commission 
has been charzed by our own Institute of Mining En- 
gineers with the duty of defining this term, and others 
kindred to it, we will not venture any comp'ete definition 
of our own. We believe, however, that all interested will 





agree that steel, in the ‘‘rail” sense—or rail metal, as it 
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may be called—is » kind or grade of metal which has 
taken on its existing solid, crystalline form from a state 
of complete fusion, having been brought, by one means or 
another, to the high temperature which is required for the 
purpose. We cannot agree with ‘‘ Expert” that the merits 
which this metal possesses are due solely to the amount 
of carbon it contains, or that the quality 
is very uncertain; we judge that he means that 
it is of necéssity very uncertain. If steel scrap of approved 
quality or old steel rails were to be worked as old iron 
now are, that is by welding—and men enough have tried 
to do this—then the result would follow that the bar 
would go to destruction just as the pasted stock does in 
the iron rail; but, by starting with a state of fusion in the 
manufacture, this whole series of causes of decay is 
eliminated entirely, and we urge this fact upon ‘‘Expert’s” 
attention in the very judicious consideration he has given 
to the subject. Any of our steel rail makers will under- 
take to supply rails, which, in respect of the carbon they 
may contain, shall not vary more than between the limits 
of 24 and 3} tenths of one per cent., and experience has 
quite amply shown that safety is secured between these 
limits from compression or bulging on the one hand and 
from breakage caused by too great hardness on the other. 

We urge another consideration, bearing direct- 
ly upon the cost of the rail, that the 
stecl rail—assuming for the moment the 
Bessemer process, and the use of the ‘ blooming 
mill” with large ingots—is made by machinery, while the 
iron railis made by hand. It will be found, we are 
confident, that this is not too broad a statement to make, 
within certain limits which are quite obvious, when the ca- 
pacity of the seven-ton converter is contrasted with that 
of the *‘puddling,” and the top-and-bottom furnaces, and 
where also the methods of rolling are noted as practised in 
our best modern rail mills. The,teadency has been, in 
the steel rail manufacture, toward dealing with the 
largest masses that the machinery can be made to handle 
continuously, and three-rail and even four-rail ingots 
have been very largely worked.’ In the iron rail manu- 
facture, however, the conditions of the case have pre- 
vented, except in rare instances, the use of any other than 
very small, indeed the smallest possible, pieces, 

Our correspondent opens a wide field, but we forbear 
pursuing the subject farther at this moment. We can 
only say that we are with him in every attempt to urge 
the best rail, for the money at command, upon our en- 
gineers and managers.—Eprror Ramzoap Gazxrre. } 





The Pressure on Slide Valves. 


To tux Eprror oF THE RAILROAD GazerTs : 

The amount of the pressure with which a common slide valve 
is forced to its seat by the action of the steam upon the back 
face of the valve is a subject upon which we have but little 
definite knowledge. That it is sufficient to absorb a large 
amount of power in moving valves having a large area, and 
under high pressures of steam, our daily pr.ctice demonstrates, 
and hence the successful application of balanced valves to 
marine and other large engines. In the smaller engines, 
however, the success of balanced valves has not been sufficient 
to warrant their general employment. No advantage was found 
to attend the balancing of the valves on the ten-horse power 
Baxter engines, nor is it considered that engines of that and 
less horse power are to be improved by thie application of valve 
balancing ; while, if we turn to the locomotive, we find that 
the unbalanced valve still hoids its own. It would at first 
glance appear that the pressure of steam upon the back of a 
velve remaining equal, the amount of power requisite to move 
the valve upon its seat should be in precise proportion to its 
area, Such, however, is not the case, because there are 
elements to be taken into account, in the case of comparatively 
small valves, which do not exist in the larger ones, as the fol- 
lowing remarks well demonstrate. 

If we take a pair of very finely scraped surfaces, having say 
96 inches of face area in contact, we shall find that with the 
atmospheric pressure forcing them together it will require 
about 20 lbs, at the most to move one laterally upon the other. 
This is in the proportion of a pressure of 180 lbs. of lateral 
force to move the valve under a steam pressure of 135 lbs. per 
inch. But it must be borne in mind that scraped surfaces are 
nothing more than a series of hills and hollows, from which 
hollows it is impossible to exclude the air or steam, as the 
case may be, so that the areas of the hollows act to balance 
the back eurface, and their areas being in the aggregate equal, 
even in surface plates, to at least one-half of the face area, we 
have had, hitherto, no means of ascertaining with any degree 
of certainty what amount of force per inch of area it was neces- 
sary to exert to move one surface in closely-fitting contact with 
another. 

A pair of surface plates got up by Mr. Joshua Rose, of New 
York, and which are exhibited by the Putnam Machine Com- 
pany in Machinery Hall at the Centennial, have their surfaces 
got up by files and emery cloth, so that they are smooth 
and bright, and the whole of the surfaces being in contact 
the conditions under which they may be operated 

one upon the other represent nearly the conditions under 
which a slide valve may be supposed to act, and under 
which it would act providing it fitted as perfectly to its seat as 
do these two plates together. The size of the plates in ques- 
tion is 12 by 8 inches, giving a total area of 96 inches, and it 
is found that it requires 200 lbs. to pull them apart, or, in 
other words, that there is between them a vacuum of 2 lbs. per 
square inch, providing that one surface is placed to exactly 


cover the other. If, however, we apply to either plate a piece 
of surfaced iron having an area of about 6 inches, we find that 
there is between the surface a vacuum of about 5 lbs. per inch 
ofarea. This difference is accounted for by the fact that it is 
impracticable to so exclude the air from between the large, as 
it is between the small surface, which fact is demonstrated as 
follows: 

If we take one of these plates, and, placing it completely 
over the other, lower it upon the other, the two surfaces do not 
come together nor will any amount of movement under such 
pressure ag can be placed upon the upper plate by the human 
body force the air out from between the two surfaces; but if we 
place a very small area of one plate in contact with the other, 
and, while pressing the two together, force one horizontally 
over the other, it becomes difficult to get them together so 
80 that one completely covers the other, the amount of force 
required being 150 Ibs., or about 14 Ibs. per inch of area. Now 
according to these data, a pressure of 130 lbs., instead of the 
atmospheric pressure, would require 13 Ibs. per inch to effect 
lateral movement of one face upon the other. Upon this basis 
a locomotive slide-valve of ordinary size, that is, whose di- 
mensions are 16 by 84% inches, would be pressed to its seat with 
a force equal to 17,680 lbs., and would require 1,360 lbs, to 
move it upon its seat. Here we may consider the question of 
lubrication. A film of oil applied to a scraped surface has but 
little effect upon the force required to give it lateral movement 
upon its seat, whereas a film of oi] applied to Mr. Rose’s sur- 
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face plates induces a very great increase in such power, hence 
the above 13 lbs. per inch of area represents the minimum. 

In applying these facts to the slide valves for locomotives, 
we are led to the following considerations: 

First, how far is it practicable or desirable to make a valve 
fit closely to its seat? A valve may be made to bed sufliciently 
to be steam-tight without being so perfect a fit as to induce 
undue pressure to its seat, and there is good reason to believe 
that under ordinary conditions a locomotive slide-valve never 
fita so closely as to induce the pressure due to a surface as flat 
and smooth, even as a scraped one, let alone that due to such 
& true, smooth and level one as Mr. Rose has produced, be- 
cause, scrape a valve face and its seat as true as we may, the 
steam fills the hollows of the scraper marks and thus relieves 
the valve of a very large proportion of the pressure due to its 
area. It would appear that the scraper marks are soon worn 
dcwn, and hence that the valve then beds perfectly to its seat. 
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This would undoubtedly occur if the wear upon all parts of 
both the valve and the seat faces was at all times equal and 
the conditions constant; but such is not the case. The bridges 
between the cylinder ports wear a little the most and wear 
hollow in their lengths for the reason that the wearing sur- 
face upon which the valve beds, standing at right angles to 
the top and bottom of the length of the bridges, are greater 
and hence suffer less abrasion. Then, again, inequalities in 
the texture of the metal and other causes in themselves trivial 
form in the aggregate the causes which operate to prevent the 
equal abrasion of the seat and valve faces at all parts, and 
hence it is that when a locomotive comes to be repaired we find 
those faces worn considerably out of true, as might be expected 
of the variation in the amount of contact had by different parts 
of the surfaces, and the irregularity in the speed at which the 
valve travels while such contact is taking place. Of more con- 
sequence than the above considerations, however, is the one 
that there is every reason to believe that the form of a locomo- 
tive slide-valve is continually changing. During the process of 
the cooling of a casting, after the metal is poured, the surfaces 
lose their temperature in advance of the internal metal, and 
their crystaline formation is therefore more rapid; those sur- 
faces therefore assume strength sooner than the inner metal, 
and therefore resist the strains produced in the cooling and 
crystaline formation of the latter. There is then upon the 
surfaces of all castings a tension which is 1elieved in precise 
proportion as those surfaces are cut away, thus, as the edges 
and the face of a valve are planed a re-formation takes place, 
which throws the face out of true. This we remedy in the 
surfacing ot the valve; but when the valve is placed under 
steam the increase in its temperature induces a more complete 
re-formation, so that, surface a valve as true as we may,we find 
that it does not bed true to its seat when it is first placed un- 
der steam, nor, indeed, until it is worn down to a surface, and 
we have not only evidence of the re-formation, but we have also 
proof that the pressure on the valve back is insufficient to 
spring the valve to the conformation of its seat. 





If we now turn our attention to the cylinder we find that a 


large proportion of its surface area has, from the boring and 
planing, been relieved of its tension, inducing in it algo, 
re-formation, first during its manipulation and secondly when 
placed under steam, so that scrape up @ valve and its seat as 
true as we may, we cannot hope to make them a sufi 

close fit to keep a vacuum between them when heated to the 
temperature due to the steam pressure. It would appear, 
however, that after the re-formation had once completely taken 
place, the valve would wear so as to fit closely to its seat; but 
the pressure of the steam and hence the temperature of both 
the cylinder and the valve are continually changing, not only 
because of variations in the boiler pressure, but also by reagon 
of the action of the link motion in giving more or less steam 
to the cylinder. The irregularity of the shape of both the 
cylinder and the valve causes their expansion and contraction 
to be irregular under varying tempefatures operating to alter 
the fit of the valve to its seat. The valve, too, as it wears 
thinner, undergoes continuous change of form, so that it 
springs more from the pressure due to the steam ; and that 
the spring of the valve is important the following considers. 
tions will disclose: 

Since the area of the valve over which its exhaust port 
extends has the steam pressure upon its back without any 
support from the valve-seat beneath to resist that 
pressure, the latter operates in a direction tending to 
use the metal near the edges of the valve exhaust port as the 
fulcrum off which to spring. In fig. 1, for example, the width 
upon an ordinary locomotive valve of the line A, which repre- 
sents the nearest together points of resistance (in that posi- 
tion) of the valve-seat to the valve, will be 5%% inches, and the 
length of the ports being, say 14 inches, we have on the back 
of the valve an area of 77 inches, which multiplied by the 
steam pressure, say 130 Ibs., gives us 10,010 lbs. tending to 
spring the valve in the direction denoted by the lines ( and D, 
To resist the action of this pressure we have the area repre- 
sented in width by the lines E and F, the length being 16 
inches, thatis, in all, about 28 inches of area, which multiplied 
by the pressure 130 equals 3,640, leaving 6,370 lbs. acting, un- 
balanced, to spring the valve as denoted by the dotted lines ¢ 
and ). Asa consequence, spring in that direction naturally 
takes place, and a film of steam gets beneath the faces and ex- 
tends towards the fulcrum off which the spring takes place, 
There is no action tending to exclude this tilm of steam, which 
acts to relieve the valve of its pressure to its seat, until the re- 
turn motion of the valve brings the edge G, fig. 1, of the valve 
exhaust port, after passing over the port A, into contact with 
the edge of the bridge J, the valve being then in 
the middle of its travel and so well supported 
by the seat as not to be very liable to spring. From this point 
of the valve movement the edge G of the valve acts as the ful- 
crum sustaining the pressure due to the area of the valve un- 
restrained by a bearing on the valve seat directly beneath it. 
But so soon as the valve-face at @ bears upon the bridge, the 
two come into contact closely, and no film of steam can get 
between them, because any steam that might find its way 
through the valve-face at that end would find freedom in the 
port H. But when the valve at that end leaves the port H 
open, say to the amount of the lead, we have the conditions 
shown in Fig. 2, there being an area on the back of the valve 
unsupported by any bearing on the seat beneath it, the width 
of which area at A is 4% inches and its length being 14 
inches, the pressure upon it will be, at 130 lbs. of steam, 8,645 
lbs. to resist the tendency of the valve-face to spring, a conse- 
quence of this pressure, in the direction of the lines Band @. 
We have the area represented in width by the lines D and £, 
and the length of those areas being 16 inches their counteract- 
ing influence unde: 130 lbs. pressure will be 2,600 lbs., leaving 
an unbalanced pressure of 6,045 lbs. acting to spring the face 
of the valve in the direction indicated by the dotted lines B 
and 0. 


This amount of unbalanced pressure remains the same until 
the edge F of the valve in fig. 2 meets the edge @ of the port 
H, after which 1t steadily increases, because the area of con- 
tact between the valve and its seat (represented by EZ in fig. 2,) 
constantly diminishes, until upon arriving at the end of the 
stroke the conditions again become as shown in fig. 1. 

The section of the valve through J (fig. 2) b-ing the weak- 
est is the center off which the spring takes place, the face of 
the valve from the exhaust port outwards being too rigid t 
give way. The size and form, therefore, of a valve have & 
great dval to do with its friction to its seat, and herein we may 
tind a solution to much that has hitherto appeared inexplicable. 

A valve made weak through the section at J, and made suf- 
ficiently strong on the lap flanges to resist the pressure with- 
out appreciable spring, would be sufficiently free from undue 
pressure to its seat that no advantage would accrue from the 
addition of any balancing attachment, especially if its flanges, 
which are at mght angles to the length of the ports, were made 
thinner at and towards the middle of their lengths. 

A valve having thin flanges would (especially if composed 0 
brass, which springs more readily than does cast iron) fit # 
closely to its seat in consequence of the spring of the flanges 
themselves as to render a balancing device of decided advan- 
tage. These two propositions are made more apparent by sup- 
posing the porte to be in the one case covered by a piece of 
thick, solid iron which has bearing around the edges of the 
ports only, and hence with steam pressure beneath a large por 
tion of its seating face, and in the other case to be covered by 
a piece of metal so thin as to bend under the pressure to the 
conformation of the seat, and therefore with a vacuum benesth 
it. A valve of large area, such asused for marine engines, 
be sure to spring to the conformation of the seat, because 
its comparative weakness. 

It will perhaps occur to the reader that when the spring of 
the valve has once taken place the parts of the face in contact 
will wear away and permit the whole area to bed upon of 
seat; but the amount of the spring varies with the smount 
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the steam pressure, hence it is impossible, unless the flange 
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of the valves are weak enough to spring of themselves, that 
the whole face of the valve shall contact with the seat, and the 
steam beneath acts to balance the valve. It, therefore, the 
shape and strength of a valve be designed to suit the condi- 
tions under which it operates, it becomes sufficiently self-bal- 
ancing to meet the requirements of the case. 


Statistical Information Desired About lron Rails. 


To THE EpiTor OF THE Rat.RoAD GAZETTE: 

The undersigned will take it as a special favor if persons 
who know of old iron rails being yet in the track of any rail- 
road will inform him of the mileage, weight, length of service, 
k&e., by postal card or otherwise. J. F. TALLant, 

Burlington, Iowa. 














Mr. Devereux and the Standard Oil Company. 


The following appears in the Cleveland Herald: 

CLEVELAND, O., July 17, 1876. 

Pas. Herald: Upon my return to Cleveland from a ten days’ 
absence, in view of my name having been adversely mentioned 
in connection with certain statements which have recently a:.- 

ed in various newspapers, may I ask the favor of the publi- 
cation of the following communication: 

On Tuesday afternoon, June 13, at my Cleveland office, I was 
served by special messenger from the Sergeant-at-Arms of the 
House of ten with a subpeena to appear on the 
following F: ro the hour of 10 a. m., in the chamber of the 
Committee of Commerce, at the city of Washington, to give 
information concerning the oil traffic of the Atlantic & Great 
Were Railroad. “ ere P ‘. ie 

In the necessary preparation of an impending lawsuit in the 
Court of Common Pleas at Akron, and with my rg as 
Receiver of the A. & G, W. R. R. in connection with said suit, 
which involved a claim of $2,000,000 against the railroad, it was 
not possible under the circumstances for me to go to Washing- 





ton. 

The situation was explained to the s messenger, Mr. 
Isaac T. Moore, and my readiness to attend the wishes of the 
Committee of Commerce at some more convenient season was 
frankly stated to him. Further, on the evening of the same 
day (June 13) the counsel of the Receiver, Messrs. Otis, Adams 
& Russell, wired Hon. Frank Hereford, irman of the Com- 
mittee of Commerce at Washington, the same explanation 
which had been made to his officer, Mr. Moore. 

The suit at Akron terminated on Friday, June 30. On Mon- 
dey, July 3, I again met Mr. Isaac T. Moore, the special mes- 

er, on his return from another of lis Western ps in the 
ikerance of the business of the committee, and learned from 
him that Mr. Hereford had received my explanation and fully 
accepted the reason which had Vw ge A prevented my visit- 
ing Washington. I then notified Mr. Moore that I was now 
free to appear before the committee if they still desired it, but 
understood from him that in such event the committee wo 
undoubtedly advise me further, but that they were then prob- 
ably about through with their work. 

ere rests the matter of my failing to appear before the 
Committee of Commerce, and I have had no other or further 
communication from said committee, nor from any of its 
officials. At no time have I hesitated to appear before the 
committee, and regret that the opportunity had not been af- 
forded me, and which, undoubtedly, would have obviated the 
necessity of a certain letter, of which the peg > is a copy: 

“* New York, July 10, 1876. 

“Sr: It has come to my notice that in the New York Tribune, 
of Saturday, the 8th inst., it is stated that a Mr. Frank Rocka- 
feller, of Cleveland, O., testified before your Committee that he 
believed that I, with managers ot other railroad lines, had 
been percenaiy neeevene a portion of certain drawbacks or re- 
bates upon oil freights said to be paid to the Standard Oil Com- 


ny. 

“In view of this extraordi: evidence, and its publication, 
it seems proper that I should thus address you.. And, in de- 
nying the charge, as I now do deny it absolutely and without 
qualification, I desire also to enter m , protest against such 
attacks being made and made public h a committee of 
Congr.ss. § Very respectfully, your obedien servant, 

‘ 


. H. DeverEvx. 
“To Hon. Frank Hereford, Chairman of Committee of Oom- 
merce, Washington, D. C.” 

Permit me to add that, observing in the 
fore referred to the statement that Col. O. 
of the Standard Oil Company, had appeared before the Com- 
mittee of Commerce but had refused to testify, upon reaching 
Cleveland I at once sent to Colonel Payne a communication 
= the subject, and as to my alleged connection with the 
Standard Oil Company as reported by the ee. 

That gentleman’s reply is as follows, by which it appears he 
did testify and without qualification: 

** CLEVELAND, O., July 17, 1876. 
“Gen. J. H. Devereux, Receiver A. & G. W. R. R.: 

Dzar Stn—I have your communication of this date, and 
while such evidence cannot be needed where you are 
known, I beg to say that no money or other consid- 
eration has ever been paid or given the Standard Oil 
Company, directly or indirectly, to you, or for your benefit, on 
account of, or in connection with, rebates on oil freights 
or otherwise, and there is to my knowledge no foundation 
such charge, as I have already testified in the yo 
manner before the Congressional committee at Washington, 
my testimony applying to all other railroad officials, as well as 
to yourself. Yours, very truly, “O. H. Payne. 

“Treasurer Standard Oil Company.” 

Ihave some doubt as to the pesgstety of giving such atter- 
tion as I have done in this manner to these reckless and willful 
misstatements touching the honor of myself and other railroad 
managers. But it concerns so many upon the other side of the 
water that their property, with which I am intrusted, is 
properly cared for, that I have thus trespassed on your space. 

Very respectfully yours, J. H. DeveRrvx. 


Prussian Standards for Uniform Rolling Stock. 

The Journal of the Society of German Engineers publishes a 
Summary of a communication read before the Bavarian Chapter 
of that Society by Mr. Stambke, last October, on “Standards for 
Railroad Rolling Stock,” which we translate as follows, for the 
readers of the Raidroad Gazette : 
The writer said that in spite of the political divisions of 
Germany at the time of the construction of the first railroads 
{and perhaps, mdeed, by reason of these divisions) the con- 
“traction of German rolling stock has, for a long time, followed 
wniform standards. The German Railroad Union has what are 
called “Technical Regulations,” prepared by its technical 
officials, which standin high repute as a technical law-book 
With all technical officers ot railroads, and in great must 
be followed as obligatory rules. However, within the 
limite of these technical regulations, great discretion is left 
fo each constructor, so that there exists a great variety 
im the details of the rolling stock of the differeat roads. Every 
road laid stress on the greatest possible uniformity in its own 
stock, since every change resulted in considerable ex- 


blications hereto- 
. Payne, Treasurer 








RAILROAD EARNINGS IN JUNE. 

































































































Mileage. Earnings. = 
Name of Road, ee ] 
1876. | 1875. | Inc. | Deo. Per c 1876. | 1875. Increase. |Decrease.|Per c.| 1876. | 1875, 
Atchison, Topeka & Santa Fe, $206 
Atlantic & Pacific...... pgoewee oe Os = 296 
Baltimore & Ohio .......... nes 13.6) 898| 1,039 
Kisied Be Wt, Sib, ..s.....»<creseeience se 88 6.5, 164) ‘176 
Canada Southern... ie ta 15.0, 246) 14 
OE BOE io 0k onc 0 cs cdseetvovses | 1,639, teeeeeeees 5.7| 1,246) 1,344 
Chicago & Alton........scscecee cecces Moahwe$ loseeee loose 441, 233 59,157] ......000. 15.5, 679 688 
Chicago, Milwaukee & St. Paul......... 1,400 1,380) Bhdvecceloccece 877,571) 742,168 135,408)........+. 18.2 627 530 
Chicago & Northwestern..... ........ oceeee 237,853) 1,052,890) Se 176, 8236) Ww 
Chicago, Rock Island & Pacific. .. 714,006, 676,082 97,923]....... 6.6) 1,021) 1,008 
Cincinnati, Lafayette & Chicago. . 568, B1,BOT) wcccccee oe 729 23 408; 417 
Denver & Rio Grande, Main Line.. 34,626) bes veces 703}. 2.0) 989) 904 
RS eo ae 614,484 602,505 11,979) .. cece 2.0 564) b4u 
Indianapolis, Bloo mn & Western.. 129,090 82, 46,852)......65. 57.0| 3875) 239 
International & Great Northern........ 66,407| eer 8,967 11.9) 145) 164 
DEED: chek ticcesccencustedteres 238,437 1, TBB) nev eenees 39,346) 14.9) 904) 365 
Michigan Central................ 533,170 484,447 48,723} .... 0.0006 10.1 6638; 608 
Missoun, Kansas & Texas .............. loos 233,126 11,682) .......4. ° 5 207; +282 
Nashville, Chattanooga & St. Louis ee 118,562 102,102 16,460) .......005 16.1 MT 299 
soe hie ~~ pi Pesedeos eves oe on ee bryos 256,772 48,074).......5. -| 18.7) 496) 418 
e we 288) - cocclecedoce i, 287,168) .......65. 25,898 

Bt. Louis, Alton & Terre sbeeke eas | | | ‘ an heey Maal 

ID, BAND 0 0 ce vecdnccececesescccssece } 71 | a ere 37,178 36,315 BOB)... sc seee 24 624 6 
St. Louis, Iron M t Southern...| 685 GIB) icc celecccccte 262,300 204,631)...... eee 92,331, 11.0) 9383 4 
St. Louis, Kansas City & Northern | 6064) 604)...... lececce |eseeee 228,720 178,333 Py) os sess) 204 464 354 
St. Louis & Southeastern. ............ | 949} 849)..... eae 00,184) 083} 5,101!.......... 38.6} 258) 186 
St. raul & Sioux — 4 Vee cccceveccscs ooo} 1B Wscovcsleccoe 53,748 Dilaccecccnes 24.5 441 B54 
Sioux City & St. Paul ..........essee00. | 148 BAB). cccvcloccee BEB) ncccvcccee 41.0 916 152 
Toledo, Peoria & Warsaw............... | ed 237 135, BEBeelccnsccccce 74.3\ 573| 329 

Totals 16,504) 16,230 2,7:8) $415,640)...... 

DOWN MIONEEES S... 5550. 0c8ecccecdeleced es Spree et ath es ae se 4.81, =a ‘ —_ 

| } 


RAILROAD EARNINGS, SIX MONTHS ENDING JUNE 30. 






































































| Mileage. | Farnoings. Earnings per mile 
Name of Road. \— \~ 
| 1876. 1875. In. | Dec} Per °| 1876. 1875, Increase. | Decrease P.c.| 1876. 1875.) Ine. | Dec.) P.c, 
| | | | | 
Atchison, Topeka & Santa Fe...| 684 508, 176. 34.6) $1,040,165) $572,640 $467,525)......... 81.6/$1,519 $1,127 $399! Try 4.8 
Atlantic & Pacific .............. | $us 3 |. 94s 611,208 EET). cccccece 8 6) 1,864) 1,716 148|.....| 8.6 
Cairo & St. Louis......:........| 146 Detleccoscces 0.4 860, 943 99 
Canada Southern | $14,992).... ..+.! 60.8) 1,843 60.8 
Ventral Pacific. ... | 1,915) 1,203) 22)....)] 1.7] 17,001,000] 7,0:0,188'.......... $9,18% 0.1) 6,008 1.8 
Chicago & Alton. ‘nats ae 5.9) 3,442 | &O 
Chicago, Milwaukee & St. Paul..| 1,400! | 16.7) 2,829 -| 16.7 
Cincinnati, Lafayette & Chicago 75 | 1.7} 2,629 ol 12.7 
Denver & Rio Grande, Main Line 120 SC 13 6) 1,643 13.6 
Houston & Texas Central....... 507) (| | RRR REE 20.6] 2,546 20.5 
Tilinois Central.........+...-++. 1,109} OB,ABE). ce cccee 1.8} 3,20. -| 1.8 
Indianapolis, Bloom, & West’n.. 344) 172,04 |.....005- 28.8) 2,237 28.8 
International & Gt. Northern... 459) 450)....)....|..0.--| 667,047] 600,006).......... 22,149, 13.8) 1,237 3.8 
eee 772) 1,492,064).......... 130,562) 8.7) 1,764 10.0 
804) QTOAM |... .ceeee 8.5) 4,310 8.5 
. ° 786 -| 16.4) 1,804) 1 16.4 
Nashville, Chattanooga & St. L. 342 «| 14.8) 2,500 14.8 
Ohio & Mississippi............ ° 615 -| 16.3) 3,006 2.2 
Philadelphia & Erie ............ 288; 288 1,565,721 7.1) 6,437 11 
St. Louis, Alton & Terre Haute, 
ee 71) Fh cccloccoieccccs 234,072 15.8) 3,297 15.8 
St. Louis, Iron Mt. & Southern.. a) ee ee ee 1,729,043 5.2) 2,624 5.2 
St. Louis, Kansas City & North’n| 504 504)....|....|......| 1,600, 20.6) 2,977 20.6 
St. Louis & Southeastern ...... 349 B88}. cccleccclecesos 607,167 5.6) 1,463 5.6 
St. Paul & Sioux City .. ° 122; 122 261,938 -| 82.0 2,147 32.0 
Sioux City & St. Paul........... 148 148).... 162,314 .| 56.8, 1,007 55.6 
Toledo, Peoria & Warsaw........| 287/  B87|.e00) +++] +0200 693,365 61.5) 2,926 61.5 
PETE T eer es eeeeeee| 13,812) 13,013) 299|....|......| 38,893,612) 35,396,934) $3,702,586) $205,908)..... $2,922 7.4 
Total increase Cocccecclecceccloccece| SOOlecce)  BeBleccccccces 9.9)...... oecee 











The introduction of the metrical system 
to many roads to remodel their rolling stock. The 


Minister of Commerce on that account held that the time had | ba 


come for the different State railroads of Prussia to introduce 
greater uniformity in their cars. In November, 1871, a numer- 
ous commission appointed for this purpose met and fixed upon 
the most important forms of construction for freight cars. 
Among other matters, the exact dimensions of the tires, axles, 
wheels, springs, buffers, profile irons, and the length, breath 
and wheel-base of the cars, etc., were agreed upon. These 
regulations were most heartily welcomed by the manufacturers, 
who were thereby enabled to work on stock nut yet ordered. 

The extensive railroad coustructions which Prussia was then 
engaged in gave the Minister of Commerce opportunity to 
intrust to the management of the Lower Silesian and Maerk 
Railroad, with the assistance of the mechanical eers of 
the other State railroads, the determination of sta 8 for 
the locomotives, passenger cars, etc., of these new extensions, 
which then would come in force for those supplied for the old 
State railroads. 

The Commission called for this 
task in three sittings, each lasting about three days, and have 
already received the iministerial approval of the resolutions 
adopted at the first meeting in June, 1875, so that the further 
sittings could be devoted to working out the details in accord- 
ance with these first resulutions. 

From the very comprehensive report which has appeared in 
print, the following is selected: 


PASSENGER CARS. 


The advantages and disadvantages of the intercommunica- 
tion (American) system in comparison with the coupe (Eng- 
lish) system were thoroughly discussed, and it was decided 
that for local traffic all first, second, third and fourth class cars 
should be four-wheeled and provided with means of intercom- 
munication. For through traffic in fast trains, however, — 
cars with four and six wheels were considered more suitab » 
and it was further held that extensive experiments should be 
made with passenger cars having an inclosed side passage 
(Heusinger’s system). 

The leading dimensions of amry kind of car—length, breadth 
height, wheel-base, longitudinal divisions, etc.—were fix 
upon, and the ry arrang t made for a suitable 
water-closet. 

Similar determinations were made with regard to baggage 
cars, while special cars for any iar transportation, such as 
timber, boilers, rails, etc., can be made suitable to the needs 
of each locality. 


urpose accomplished its 





LOCOMOTIVES. 


The regulations for the construction of locomotives a ed 
more difficult, and the need for them less, since for the most 
part these remain on_ the same road and can be suited to its 
grades and curves. However, it was found possible to settle 
upon general regulations for these. A ——— was made 
comparing the newest forms of construction, and this resul 
in great unanimity with regard to the systems chosen, but dif- 
ference in almost all details, though often within very narrow 
limits. 

First it was agreed not toadopt too heavy locomotives, and 





sae in the furnishing of spare parts and incurred other dif- 
es. 


rather to run smaller trains; and further that the engines 


























ave opportunity | should be made as so as possible. The steam pressure was 
Pression 


fixed at 150 lbs., the er constructed with no elevation of the 
trel above the fire-box (wagon top), and a larger grate 
surface No it correrponding to the consumption of coal. The 
barrel of the boiler to rest directly over the fire-box, and 
fastened to ita horizontal crown-sheet by means of verticat 
riveted stay-bolts. 

It was A. g~ - to construct — Mahet locomotive - 
express ordinary er w special forms o' 
ooeelvuction are nece for freight trains. In both kinds 
the frames are placed e of the wheels, the steam cylinders 
horizontal and outside. The valve-gear may be either inside 
or out, and in both cases of the Allan system. The passenger 
locomotives have a 14 ft. 5% in. wheel-base, and the back 
coupled axle is placed under the fire-box. On mountain roads 
the forward axle may be movable. The diameter of Cater 
wheel inside of the tire is 5 ft. 3% in., the diameter of 
cylinder, 16% in., the stroke, 22% in. 

In freight locomotives all three of the coupled axles are under 
the boiler barrel, with 11 it. 2 in. wheel base. The diameter of 
driving-wheel inside of tire is 8 ft. 11% in.; cyli: 18 in. 
diameter and 25 in. stroke. For the details of each of the two 
chief kinds, 245 dimensions were ageeee upon ; these relate to 
boilers, frames, wheels, tires, cylinders, tions of these with 
regard to each other, valve openings, valve gear, guides, cross- _ 
heads, pistons, foot-board, tender, etc. 

It cannot be denied that rules so general as these exclude, 
for the sake of uniformity, many other a ved metbods of 
constraction. In order not to fall behind the times, it was 
determined to have these . egulations revised periodically. 


qme of tations , 
x e following i. on of a co lent of the English 
Mechanic is recommended to the atten of railroad men in 
this aT: 

“Much trouble would be saved if authorities in England 
would do as in Belgium—post up the name of the station in a 
conspicuous place at each end of the premises, on some blank 





wall at right angles to the line of rail. Abroad I used often to 
mote head and read the name, at the distance of a quar- 
of a m 


or more, on the = perhaps of a railway shed or 
latelayer’s cottage, a yeas ; 
watch your opportunity (perhaps incommoding passen- 
—4 next the windows) to catch a hasty sight of a name-board 
fixed up parallel to the rails. If the train be long or line 
curved, one may have to ‘bother a porter’ after ail. Nothing 
is more common than to hear from a fellow-passenger ‘Can 
ou tell me what station this is?’ More than onceI have 
toown the question asked just too late; the train was moving, 
and the bew traveler must wait at the next station fora 
return +e On — — » 1 ters = do not ‘sing 
out,’ or se the name by local pronounce: ion.” 
Waiting for Train. 

The Aurora ( 2 Sam of July 19 says: ] 

“In the fog of Tuesday night, Meeks and Austin each side- 
tracked his train at Sugar Grove (where there is no telegraph 
office,) and patiently waited for three mortal hours for each 
other to pass, before discovering that a box cir was standin 
between them, causing each to suppose that the other's head- 


ere on some lines you must care- 





light was but the distant glimmer of a switch lamp!” 
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Editorial Announcements. 


persona connected with this paper are forbidden to 
ask for passes under any 9 yawoerear 9) vA we aia be thank- 
ful to have any act of the kind reported lo this office. 


Add Busi 8 should be addressed and drafis 
to as ie en Gazetrz. VUommunications 
of the Editors should be addressed Enirror 








pape ony understood that we 
to publish anything in this jour- 
, EXOEPT IN THE ADVERTISING wm 7 We give 
inions, and those only, 
such matter as we con- 


, supplies, 


either ‘or orin consideration of adver- 
aes cabana ‘for money f adver. 


Contributions. —Subsoribers ani and others will materially as- 


our news accurate and complete will 
rd toe 2 Seg pene 4 oh tae place Unter 
their such as cha agen So neeped amare, argent. 


sations and changes the letting, muh 

saa a 
ro 

%, and in management, particulars as to 


Ee tustonee railroads, and ions as to its improve- 
ment. Deen naniea andthe ts sen, ceeminmes 





NEW YORK GRAIN RECEIPTS. 


We have followed with unusual care the course of the 
grain movement since railroad rates were reduced and 
navigation was opened, noting the shipments from the 
Northwestern markets by lake and by rail, and the re- 
ceipts at the different Atlantic ports. These are especially 
interesting now because the reduction of rates, though 
not made for that purpose, gives an opportunity which 
never before occurred to ascertain how far a diversion of 
the grain traffic from the lake and canal to the rail routes 
is practicable; and, again, because it is important to know 
the effect of extraordinarily low rail rates on the business 
of the different seaports, the more so because it is sup- 
posed that the rates were reduced because there had been 
extraordinarily large receipts at Baltimore and it was 
feared that business was being diverted from New York. 

Another question of interest is the division of the traffic 
among the different routes. Statistics of the receipts of 
each route are preserved by the New York Produce Ex- 
change, and a summary of them for the six months end- 
ing with June is given below. 

The receipts of grain of all kinds at New York, then, 
for the first half of the year, have been by each routé, for 
three years, in bushels :. 

Railroads : 














876. 1875. 1874. 

Weeeee -recccccccces 1,716,456 2,769,235 5,006,177 
New York Central © cceccees 9,319,441 8,139,569 10,491,622 
@. ccccce prceccccccescsecvetce 746,313 6,856,261 10,495,743 

Other roads .....00 sovccscecees 197,707 207,371 246, 
Total by rail ....... see. 19,025,231 17,972,436 26,236,385 

we 
North River boats from 

Central at Athens... .....0.00++ 9,566,500 — cecceccere sev seseeee 
Other North River boats......... 8,575,324 5,286,078 13,109,690 

Coast veoee Cecerecesccres BORO OLD 463, Mi 
Total by water ..........++12,789,642 6,749,296 13,506,372 
Total by rail and water. ...31,764,863 23,721,782 89,742,757 


The percentage of the whole received by each route each 
year was : 


: 1876. 1875. 1874 

METRE occcccccene coccesecos « 54 11.6 12.6 

New York Oontral..........ecseseees 29.4 34.4 26.4 
Bde. co cccccnce-ccccccccccccccece sees 24.5 28.9 26.4 
Other roads..... Seve sveccsccdcoecsccs 0.6 0.9 0.6 
Zou EI E IR 59.9 15.8 6.0 
North ives trom it. ¥. Oen.ah Athans B nae vere 
Other North River boats............+ 27.0 22.3 33.0 
Vessels coastwise..... eondenocecgoces 6. 19 1.0 


Total by water.. cvesece GOR 42 34.0 
That is, in 1874 the railroads brought to New York two- 


thirds of its grain receipts; in 1875, three-quarters; in 
1876, three-fifths. This does not look like rapid progress 
in diverting traffic from the water route; but the appear- 
ance is deceitful, because in 1875 the canal was not open 
in time to permit any deliveries worth noting until June, 
while May receipts by the North River this year were 
4,000,000 bushels, and moreover there was a more active 
winter movement in 1874 than in 1876. The receipts each 
month by rail and water have been : 











1875. 1874. 
2,705,786 4,407,375 
36,275 147,744 
3,638,303 5,081,073 
193,462 194,718 
2,648,810 2,823,306 
141,359 61,500 
2,677,108 5,745,238 
51,108 121,143 
3,776,398 4,413,088 
210,1 5,344,044 
9,526,081 3,816,305 
5,116,944 635,223 
nace, [BBlbeces cceseececeer es 19,025,231 17,972,436 26,236,385 
moms { Water vagietebusdbbabe 12,739,642 5,749,296 13,506,372 
Total rail and water...... $1,764,863 23,721,782 39,742,757 


The water receipts, it is seen, are almost entirely in 
May and June ; but last year they were almost entirely in 
June, the canal being closed for repairs nearly all the 
month of May. If we compare the periods of open canal 
navigation, that is, May and June in 1874 and 1876 and 
June only in 1875, we find that the railroads in those 
periods delivered 37} per cent. of the grain in 1874, 36 
per cent. in 1875 and 43 per cent. in 1876. This more 
truly represents the progress in railroad receipts at New 
York. 

Again looking at the upper table—that showing receipts 
by different routes—the chief change noticeable in the 
receipts by rail is the great decrease in the proportion 
arriving by the Pennsylvania Railroad. That line de- 
livered 12.6 per cent. of the total New York receipts in 
1874 and 11.6 per cent. in 1875; this year but 5.4 per 
cent. The changes in the proportions by the other routes 
are not considerable. Taking the gross amounts even, 
without reference to proportions, we find that in 
a year when New York received one-third more than the 
previous year, the Pennsylvania Railroad brought it a 
third less. The grain carried by this road, it seems, has 
gone this year to an extent hitherto unknown to Phila- 
delphia and Baltimore. 

Comparing the proportions received by railroad to the 
total received by rail, we have the following as the relative 
rank of the railroads as grain carriers to New York : 


1876. 1875. 1874. 
Now York Contral,.....sscsccseceereseves 49.1 45.3 40.0 
BRicns bei sevnves covccescoeccccpevsceess 40.9 38.2 40.0 
Pemnsylvania. ......scceeesccssreeeveseves 9.0 15.4 = 1 
OCROP FORKS. 2 0c cccccccccccscccccccccccecs 1.0 11 0.9 
Total. .ccccccccccccscccccccccscccccces 100.0 100.0 100.0 


The New York Central & Hudson River has thus stead- 
ily improved its position, the Brie has been nearly sta- 
tionary, while the Pennsylvania, which formerly brought 
nearly a fifth of the rail receipts, during the last half-year 
brought an eleventh. 

The New York Central, moreover, this year, in addition 
to the 29.4 per cent. of the total receipts which it brought 
in cars, carried 8 per cent. from Lake Erie to Athens 
(320 miles) and delivered it in barges on the North River, 
only the last 100 miles being by water. 

Another inquiry of special interest to the great carriers 
and to the seaboard merchants at the present time is 
whether New York receives an advantage over competing 
ports by the maintenance of very low rail rates, as it is 
understood that its grain traffic was quite seriously threat- 
ened last winter by diversions to Philadelphia and 
Baltimore. A study of the returns of the weekly receipts 
at the different ports by both rail and water for the 
half-year will furnish material for the answer to this 
inquiry. 

Aside from New York, there are no appreciable receipts 
by water except at Montreal and New Orleans. The total 
Montreal and New Orleans receipts for the half-year were 
8,049,727 bushels. Adding these receipts (some small 
part of which was doubtless by rail) to the New York 
water receipts, we have 20,789,369 bushels as the total 
water reeeipts at all Atlantic ports for the half-year, and 


843 | 57,043,563 as the total rail receipts. All but 2,591,459 


bushels of the water receipts arrived after April 22; and if 
we divide the receipts by railand by water for the periods 
before and after this date of April 22, we have 





By rail. By water. Total. 
Jan. 1 to APT. 23........ceeveees 30,733,883 2,591,459 33,325,342 
Apr. 23 to July 1...........e000s 26,309,680 18,197,910 44,507,590 
MG ic Vciscacidens oe tceces 57,043,563 20,789,569 77,832,932 


New York receipts for these same periods have been: 





By rail. By water. Total. 
Jan. 1 to Apr. 22.......eceesenes 10,024,856 1,746,796 11,771,651 
>» | April 23 to July 1......05 sseses 9,000,375 10,992,847 19,993,222 
19,025,231 12,739,642 31,764,873 


Now, though it is true that during the latter period, 
while rail rates were very low, the New York receipts 
were 44,9 per cent. of the total, while they were but 
35} per cent. for the previous period, we will by no means 
be justified in the conclusion that this increase in the 
New York proportion has been due to the low rail rates. 
There have been two great influences affecting shipments 














and their course: one, the reduction of rail rates; the other other, 
and a much more powerful one, the opening of navigation, 
Evidently if the low rail rates had tended to direct grain 
shipments from the other ports to New York, the has 
would be seen in a greater proportion of rail receipts since 
the reduction. The above figures enable us to make the 
comparison, and we find that New York receipts of grain 
of all kinds were: 


32.61 per cent. of all rail receipts before April 23, and 
33.07 per cent. of all rail receipts after April 22, 


being 33.35 per cent. for the whole six months. 8o slight 
a change as this is, of course, equivalent to none, and we 
are justified in concluding that the low rail rates and the 
railroad war have had no appreciable effect on New York 
grain receipts different from that on the whole grain traf. 
fic. New York received on the average a third of the grain 
carried by railto the Atlantic before the reduction of rates; 
it has received one-third since. Its proportion of the 
total receipts has increased largely (from 35} to 45 per 
cent.); but this has been wholly due to the fact that it has 
&@ monopoly of the vast shipments by the Erie Canal and 
the Hudson River. It is not easy to see that the rail rates 
since April have been any more favorable to New York 
than those of the first four months of the year, and it is 
almost certain that it would lose rather than gain if the 
current low rates were maintained through the winter, 
The inevitable result would be that the winter shipments, 
wholly by rail, would be much greater than heretofore, of 
which, as this year’s operations indicate, New York would 
get one-third; thus leaving a smaller amount to go for- 
ward by the canal, of which New York gets the whole, 
This should be evident. Whatever advantage New York 
has had, by reason of the Erie Canal, it will lose whenever 
(if ever) rail rates are always as low as canal rates. The 
city is interested in having the channels of its traffic 
cheaper than those to any other seaport. This is its pe- 
culiar interest, however, not shared by other cities, sea- 
board or inland, nor by the country at large, which will 
doubtless be better served if the transportation facilities 
to the different ports are so nearly equal as to cause a 
competition among markets. New York will do its work 
better and cheaper probably if it becomes necessary to 
make great exertions to prevent the diversion of its busi- 
ness to Philadelphia and Baltimore. 








PERSONAL DUPLICATION. 





One of the first lessons learned by a person who achieves 
even very slight distinction in any occupation or calling 
is the importance of duplicating himself, and increasing 
the productiveness of his labor by getting others to work 
for him. A mechanic who gets more work than he can 
do hires a journeyman to help him, then 6thers, until 
finally it is necessary for him to stop working himself and 
devote all his time to directing others. If his business 
continues to increase, there are still other steps. If, 
for example, our mechanic is a machivist, he will soon 
find that he may be obliged to give his time to designing 
the machines, and intrust to another the practical con- 
struction, and finally it may be necessary to have others 
make the designs and he may devote himself entirely to 
exercising a general supervision overall. Or take the 
case of a railroad. We have heard of roads on which one 
man acted as superintendent, conductor, agent, and was 
almost literally ‘‘all hands.” On such roads the process 
referred to is, that first some one is employed as conductor, 
another for agent, one or two men are employed to repair 
the road and another to keep the rolling stock in repair, 
and the chief devotes himself to a general supervision of 
all. 

This soon reaches a limit, and if the business of the 
road increases it is necessary to employ more men in each 
of these departments, then a foreman over each of the lt- 
ter. Ifthe road is extended, separate gangs of men, each 
with a foreman, are required, so that a general foreman or 
‘master mechanic” is needed. This process goes on and 
one branch of authority after another is delegated to 
others, the president or general manager retaining only 4 
supervision over all. 

Notwithstanding this, the almost universal report is that 
railroad managers are overworked, and the want of time is 
one of the most serious difficulties in the way of good and 
intelligent management of most railroads. Persons often 
express surprise that certain reforms are not carried out, 
and that those in authority do not see evils which are 80 
very apparent to others. The fact is that the capacity of 
@ person for seeing is a limited quantity, as many have 
learned, perhaps to their surprise, at the Centennial re- 


cently. A railroad manager cannot get more than twenty- . 


four hours out of a day, and only a small fraction of that 
time can be devoted to the actual consideration or trans 
action of business. 

Another great obstacle in the way of accomplishing 
much is the fact, as expressed by a favorite writer, that 
‘*no sooner does a man attain to any eminence, in what- 
ever callivg it may be, than he is forthwith molested by 
constant demands upon the time which should be reserved 
to maintain that eminence, and to make it useful to the 
world.” 

The executive officers of railroads are beginning to ul- 
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derstand this, and to guard against it have, in most cases, 

made themselves inaceessible to those whose business is of 
little importance. Prominent railroad officers have cars 

fitted up, so that they serve as offices, dormitories, kitch- 
ens and dining-rooms. They eat, sleep, and conduct busi- 
ness, as it were, on the wing. And yet if we compare the 
work accomplished by even our most distinguished rail- 
yoad kings with that which is done by some of the leading 
English public men, it seems as though the latter must 
have some secret of utilizing their time which somehow 
ourmen have not yet learned. It was remarked recently 
that English statesmen write books, which Americans do 
not, Disraeli wrote a novel while actively engaged in 
state craft which the whole world read and talked about, 
and Gladstone published a commentary on a theo- 
logical book which both preachers and laymen read 
and pondered. Now imagine Mr. Garrett writing a novel, 
Mr. Scott an essay on theology, or Vanderbilt publishing 
apoem. Neither Gladstone nor Disraeli were regarded as 
less efficient in the high offices they filled because of their 
literary tastes, and yet we believe that if any prominent 
milroad president in this country should write and publish 
a novel, it would be regarded by very many as evidence of 
his unfitness for his office. Now what is the secret which 
the Englishmen have which enables them not only to 
secomplish their werk as statesmen but leaves them leisure 
for literary work? We believe it lies in their capacity to 
duplicate themselves not only in delewating their work to 
others, but in utilizing the intelligence of others in col- 
lecting information, in making investigations, and finding 
out and indicating what needs to be done—in other words, 
by duplicating their minds, as far as that is possible. The 
way in which this may be done is illustrated in Bulwer’s 
novel, ‘‘The Caxtons.” In this the hero occupies the 
position of private secretary to Mr. Trevanion, a member 
of Parliament. The manner in which he is employed is 
thus described: 

“Take a day for a sample. Trevanion gets up at eight 
o'clock; at half-past nine he comes into his study. By that 
time he expects to find done by his secretary the work I am 
about to describe. 

“On coming home, or rather before going to bed, it is Mr. 
Trevanion’s habit to leave on the table of the study a list of di- 
rections for the secretary. The following, which I have taken 
atrandom from many I have preserved, may show their multi- 
farious nature : 

“*1, Look out in the Reports—Commuittee House of Lords for 
the last seven years—all that is said about the growth of flax— 
mark the passages for me. 

*¢9. Do. do.—“Irish Emigration.” 


“*3. Hunt out second volume of Karnes’s History of Man, 
pamee containing ‘ Reid’s Logic ”—don’t know where the 
is. 


“4. Write the four letters in full from the notes I leave, i. e., 
about the Ecclesiastical Courts. 

“*5, Look out Population Returns—strike average of last 
five years (between mortality and births) in Devonshire and 
Lancashire. 

“*6, Answer these six begging letters; ‘ No’—civilly. 

“7, The other six, to constituen's—‘ that I have no interest 
with Government.’ 

**8. See, if you have time, whether any of the new books on 
the round table are not trash. 

**9, T want to know all about Indian corn. 

“*10. Set right the calculation I leave on the poor rates; 
have made a blunder somewhere.’ 

“At half-past nine Mr. Trevanion comes in with a bundle of 
letters. Answers to half the said letters fall to my share. Di- 
rections verbal, in species of short-band talk. I write, 
Mr. Trevanion reads the newspa xamines what I have 
done—makes notes therefrom, some ng) yng some for 
conversation, some for correspondence; over the parlia- 
mentary papers of the morning, and jots down directions for 
extracting, abridging and comparing them with others, per- 
haps twenty years old. At eleven he wi down to a commit- 
tee of the House of Commons—leaving me plenty to do—till 
half-past three, when he returns.” 


Now, although this is from a novel, it is yet probable 
that it is something more than a mere imaginary narra- 
tion of the duties of such a secretary. It is, of course, 
the almost universal practice of railroad managers to 
employ a private secretary, but the duties of such persons 
are usually simply, or at least very little more than, those 


ofan amanuensis. The sort of service which is described | Bos 


above, and which is referred to in this article, is not only 
such as would be employed in carrying out the ideas and 
opinions of the chief executive, but which would aid him 
in acquiring the requisite information to arrive at sound 
and wise conclusions. It would not require a very active 
exercise of the imagination to conceive of a list of in- 
quiries or memoranda analogous to those given above, but 
having reference to railroad business, such as the fol- 
lowing ;: 
“1. Look up annual reports of previous ten years and 
compile therefrom the amount of building stone carried 
each year. 
“2. Do. do., number of emigrants. 
“3, Hunt up and mark testimony in printed report of 
—— patent case referring to —— brake patent. 
“4, Write the four letters in full trom notes left, i. ¢., 
about the proposed bridge over —— river. 
“5. Look up rate of increase of population in counties 
through which our line passed during the last thirty years, 
comparing population in 1860 with 1870. 
“6. Answer the six letters begging for free passes ; 
“No” —civilly. 
“7. The other sixteen, that there are at present no va- 
cancies on our road. 


“8. Make up a statement of amounts of fuel purchased 


preparing his great work on Biology has employed a num- 


columns the number of cars hauled one mile each year, 
and if possible get same information from the —— & —— 
Railroad Company.” 

Such inquiries might be extended indefinitely, many of 
them involving much more important information than 
that indicated, and there would be many subjects which it 
is of course impossible to anticipate. Hebert Spencer in 


ber of persons to collect and tabulate the data which are 
to form the foundation of the book, this labor being vast- 
ly greater than could be performed by one person. It be- 
gins to seem as though the writing of a certain kind of 
books will hereafter be the result of the co-operative labor 
ofa number of persons, owing to the immense field of re- 
search which human knowledge has opened to us. 
What we have ventured to recommend here to railroad 
managers is some method of duplicating the intelligence 
which must perform the mental labor becoming so over- 
whelming to many of them. It is perhaps not a very 
easy matter to find persons well qualified for such service, 
but probably judicious inquiry and selection would soon 
discover persons with the requisite ability. 
In commenting on the “want of time for statesman- 
ship,” one of the remedies proposed by a writer on this 
subject, was ‘‘to provide, in every department, some per- 
son, or persons, who shall not be absorbed by the current 
business of the department—who should not be concerned 
so much with what is being done, as with what should be 
done, and with what should be provided for in. the fu- 
ture,” 
Such a person in the confidence and having the ear of 
the chief executive of a railroad, and not oppressed con- 
stantly with that feeling, which overwork engenders, of 
the necessity to escape doing what is not absolutely ne- 
cessary, might examine into things for which the chief 
has not the time, nor that calm spirit of deliberation 
which is often needed more than impetuous energy in 
setting things right. 
Some person, it is forgotten who, wished that there 
were two of himself, so that when one got tired or sick he 
could lay it aside to recuperate and he could then assume 
the other. What we have suggested is that railroad man- 
agers should aim to have the use of the favulties of two 
persons as nearly as the limitation of our existence will 
permit, and that they should duplicate the work of their 
brains as well as of their hands by employing intelligent 
and educated persons to do what they cannot find time or 
have not energy enough left to do. 

The Grain Movement for Twelve Weeks. 
The shipments of grain of all kinds from the eight principal 
Northwestern markets for eaeh week since April 22 have been, 
in bushels, by lake and by rail: 








Per ct. 
By lake. By rail. Total. by rail 
1,634,541 2,072,946 3,707,487 
eevee 2,446,191 2,292,633 4,737,824 485, 
- 1,538,526 2,302,940 $41,466 60 
1,602,170 2,016,304 3,618,474 55% 
- 1,747,408 820,456 7,814 51 
+» 2,412,162 197, 4,210,084 42 
2,894,915 2,147,670 5,042,585 4244 
2,921,405 2,391,811 5,313,216 
2,728,706 2,198,054 926,760 44 
1,821,155 1,784,546 3,606,703 49% 
1,765,010 1,205,184 2,970,194 % 
1,648, 1,228,678 2,877,186 42% 
Total for 12 weeks. . .25,159,697 23,259,146 48,418,843 48 


The movement tor the last week show a continuation of the 
decrease, and the totalis the smallest of the season. Com- 
pared with the previous week, the decrease is 116,500 bushels, 
but the rail shipments increased 23,500 bushels, though the 
difference in favor of water rates was greater that week than 
before since rail rates were reduced. 

The receipts at Atlantic ports for the same twelve weeks have 
been: 








During the last week (ending July 15), New York received 54 
per cent. of the corn, Baltimore 19 per cent., Philadelphia 18 
per cent. Of all grains New York received 62 per cent., Phila- 
delphia 12 per cent., Baltimore 10% per cent., Montreal 8 per 
cent., Boston 34, per cent. 

The corn receipts at New York are by far the largest of the 
season, and at once place it first in the rank of corn receivers, 
though for the other weeks since navigation opened, down to 
and including that ending July 8, both Philadelphia and Buwlti- 
more surpassed it. In grains of all kinds, New York improved 
its position materially during the last week, all other places 
losing. eee 


Record of New Railroad Construction. 


This number of the Railroad Gazette has information of the 
laying of track on new railroads as follows: 
Raleigh & Augusta Air Line.—Extended from Cameron, N. 
C., southwest 10 miles. 
Covington, Columbus & Black Hilis.—The first track is laid 
for 10 miles from Covington, Neb., westward. It is of 3 ft. 6 
in. gauge. 
Texas & New Orleans.—Track is laid from Orange, Tex., 
west 10 miles. 














each year during the past ten years and in parallel 


Tex., west to Fort Worth, 13 miles. On the Transcontinental 
Division track is laid 25 miles east from Brookston, Tex., and 
18 miles west from Texarkana. 

This is a total of 86 miles of new railroad, making 932 miles 
completed in the United States in 1876, against 518 miles re- 
ported for the same period in 1875, 727 miles in 187s, and 1,696 
in 1873. 





—_—- 


Low Grain Rates have been extended to India, where since 

the famine so great a surplus has been produced that a large 

amount was exported to England. Ata recent meeting of the 

East Indian Railway Company in London the chairman said: 

“Idare say that many managers of railways in this country 

and in other parts of Europe and America would be surprised 

to hear that we can and do carvy at a profit grain at rates vary- 

ing from % of a penny to %d. per ton per mile. In fact, we 

can and do carry coal at a profit for not more than a halfpenny 

per ton per mile.” And again: “ But it is because we have 
carefully, as I said just now, studied the wants of the country, 
and the extent to which goods ot that kind can afford to pay 

freight over an extended journey of something. like 1,000 
miles, and have seen our way in what we were about, 
that we have succeeded in bringing such a very 
large amount of valuable traffic on our line, and I 
hope in establishing it as a permanency.” However 
it may be with English and European managers, 
American railroad men can hardly be much surprised at these 

figures, amounting to 14 to 14% cents in silver (not gold) per 
ton per mile. If our trunk lines were getting half so much, 
they would be doing much better than they have done since 
last April. With the actual rates from 0.40 to 0.44 cents per 
ton per mile, the wonderfully low rates of the East Indian 
Railway seem most liberal. Moreover, none of the trunk lines 
has, for more than a year, received in currency (most of the 
time worth 6 to 10 per cent, less than the silver which the 
East Indian gets) more than the lowest grain rates named by 
the Chairman of that company, and only one has received os 
much, If the railroads had received 144 cents per ton per 
mile from the grain they have carried from the Northwest ‘o 
the East since navigation opened, they would have received 
by this time about $7,500,000, instead of $2,500,000, for their 
work, We will not maintain that they can carry at a profit at 
current rates, but they certainly could at the East Indian 
rates, which by the shortest route would make the New York 
Chicago rate about 67 cents per 100 Ibs. 





DISCRIMINATIONS AGAINST Suppers formed the subject of an 
investigation by a committee of Congress recently, charges 
being made that the Standard Oil Company, of Cleveland 
(which has the greatest oil refineries in the wurld) receives 
advantages in freights, both from the oil regions to Clevelan| 
for crude and from Cleveland to the East for refined, which no 
other refiner can get, and that this discrimination tends to 
give ita monopoly of the oil-refining business. It was not a 
case of discrimination between localities, such as is often 
necessary for the most economical conduct of business, and ix 
then advantageous to the community at large; but a discrimin- 
ation between shippers similarly situated that was charged, the 
power of making which would give the carrier control over every 


.| man’s business, and, we may be sure, will not be permitted in 


this community, if openly practiced, or if discovered when 
secretly practiced. Charges were made that the leading rail- 
road managers bad large interests in the Standard Oil Com- 


x | pany, and so were induced to increase their profits by giving 1t 


favorable terms and stimulating its business, with no regard to 
the rights of other shippers, and very little to the interests of 
their railroad companies. So far as we have seen, no evidence 
of either change—the fact of discrimination or the interest of 
managers in the oil company—has been presented, further 
than the affidavit of some one that he “ believed” that railroad 
managers received a portion of rebates made to the Standard 
Oil Company as freights, while the Treasurer of the oil com- 
pany testified that this was absolutely untrue. 





Tue PeRMissieLE DiscRiMInaTions IN Rates To DirreRENntT 
Suppers is a subject which deserves a thorough examination. 
Perhaps the expression should not be used at all, the only per- 
missible discrimination being one between shipments not 


Percent. Percent. | shippers. Under the same circumstances, one shipper shoul: 
bal om a ies —- always get as good rates as another. The difficultyis to de- 
104 3,864,399 7.8] cide what “circunstances” justify a reduction in rates, and 

by 5 means 2 what proportion of reduction shall be allowed toeach. It is 

27.2 9,846,150 18.5 | the practice to make the rate for car-loads less than that for 

~ ieee 143 | smaller quantities; but shall there be further concession for 

sient ates iG -—— | two, three or four car-loads, and if so, how much, and should 

Total 12 weeks ...... 26,798,194 100.0 63,192,877 100.0 


the reduction be progressive with every additional car ship- 
ped? There is more reason, probably, for granting a re- 
duction in consideration of regularity of  ship- 
ments, the man who ships a car-load a day or 
three car-loads once a week getting better rates than he 
who ships a similar quantity only once or occasionally. Often 
the railroad company can save materially in expenses if por- 
mitted to ship at will, as it were, having freight delivered 
which it is not compelled to forward as early as practicable, 
but which it may hold for days and perhaps weeks until 
a light train comes along in the right direction, 
which can take an addition to its freight with 
very slight addition to exp A reducti might 
be made in favor of such shipments. There are thus legitimate 
reasons for discriminations in rates on the same goods over 
the same routes. What the community is interested in is that 
no discrimination of this kind should be made except when 
there is a reduction in expense to the railroad company equiva- 
lent to the reduction in rate to the shipper, and, above all, that 
whatever rates are made should be open to all shippers who 
will fulfil the conditions on which they are granted. 








Parsipent Jewett, of the Erie Railway, made a long and in 
teresting speech at a meeting of the bondholders in London 





Texas & Pacific.—The Mam Line s extended from Hayter, 


on the 13th inst., a short summary of which was tel 






















































































































































































































































































































































332 


THE RAILROAD GAZETTE. 





[Jory 28, 18% 





= 





graphed to this country and published at the time. Mr. 
Jewett had nothing to propose in the way of reorganization, in 
addition to what the bondholders’ committee have agreed 
upon, except that he thought that it would be wiser 
to fund one more coupon of the first consolidated 
bonds, and he had thought that perhaps a smaller assessment 
on the stock would produce more money, A large part of the 
speech (which occupied an hour and a half in the delivery) 
was devoted to explaining the circumstances which leave 
this road with so much smaller net earnings than those of its 
competitors: Mr. Jewett is confident that with the most press- 
ing improvements made (including a third rail to Buffalo) under 
any ordinary circumstances the road will be a profitable prop- 
erty. “It is a property which, if put into condition, will not 
only pay the interest upon your bonds beyond all doubt, but 
be a source of revenue to the stockholders,” he said. The 
purchase of coal lands he thought unwise, but be- 
lieved that the coal property could be made, in 
no long time, to return a good interest on its 
cost. Mr. Jewett was well received; the meeting 
passed resolutions offering their support and confidence. 
“They will especially support him in defending the Erie from 
an unjust competition, and in carrying out the financial plan 
proposed, in remodeling and restoring the railway.” The 
London railroad papers praise the speech highly, Herapath’s 
Journal saying that it was “really one of the best we ever 
heard at a railway mecting.” 








Prussian Routine Stock StanDARDs are described in a paper 
published on another page. These standards were recently 
adop'ed for the Prussian State railroads as the most suitable 
for their circumstances, after many years’ experience. American 
railroad men who know something of European practice will 
note in these standards a@¥ral modifications which tend to- 
wards American practice, both in car and locomovive con- 
struction, There has been greater variety in railroad practice 
in Germany than in any other country, perhaps, so that prac- 
tical experience has been had with many different construc- 
tions, and a “natural selection” thus made possible which 
would have no chance to assert itself in a count:y where a sin- 
gle uniform system had been used almost from the beginning. 
The modifications made for the Prussian State railroads, there- 
fore, have more than ordinary significance. ‘ 


Lumper ha: been added to the through rail freights from 
Lake Michigan to the senaboard—a remarkable movement, for 
not only is thisa material which demands the lowest possible 
rates of transportation, but the material is so abundant far 
east of Lake Michigan, in Canada especially, that it was hardly 
to be expected that any considerable traffic between Lake 
Michigan and Europe could ever be established. Nevertheless 
it is reported thata single firm has loaded this 1,100 
car-lcads of deals at ports on the east shore of Lake Michigan, 
and expects to load 2,000 more. Most of these are said to go 
by the Canada Southern Railway. 














June EARNINGS are reported by 28 railroads with 16,504 miles 
of roadl—about 22 per cent. of the total in operation in the 
country—an unusually large proportion, by the way. The re- 
sult is on the whole favorable, the total earnings being 4.8 per 
cent., and the earnings per mile 3 per cent. greater this year 
than last. Nineteen roads show an increase, and nine a de- 
crease, 

For the half-year ending with June, 22 roads report, showing 
on the average the material increase of 7.4 per cent. in earn- 
ings per mile. 








Tue CHARGE FOR TRANSPORTATION is now 80 low that the 
Northwestern farmer is about as well situated as one within a 
hundred miles of New York. The current rates on corn trom 
Chicage to New York by lake and canal, nea‘ ly 1,500 miles, is 
6%% cents per bushel, which is just about what a farmer would 
ask for hauling fifteen miles. 








NEW PUBLICATIONS. 


Practical Treatise on the Construction of Iron Highway 
Bridges, for the use of town committees, together with a short 
essay upon the application of the principles of the lever toa 
ready analysis of the strains upon the more customary forms 
of beams and trusses: by A. P. Boller, A. M., Civil Engineer, 
Member of the American Society of Civil Engineers. New 
York, 1876, John Wiley & Sons. 

At last, after so many volumes of purely theoretical writing 
on the strains in bridges, we here have a practical book 
founded on truly scientific principles. We congratulate Mr. 
Boller that he has known how to lay down in plain language 
the laws by which the value of a bridge may be judged. 

The book mainly is written for the missionary purpose of 
purging—as far as this is possible by a book—the Augean 
stable of American highway bridge building. Though expressly 
dedicated to town, city and county officers and committee 
men, it has enough substance in it to do good service in many 
other directions. To those professors of engineering who 
have almost lost sight of the practical object of bridge build- 
ing by isolating themselves within a world of imaginary mathe- 
matical investigations, Mr. Boller’s book will be a very healthy 
antidote. Young men who have crammed their heads with 
abstruse algebraic formule by this book can be aided to learn 
what part of theory is really valuabe and applicable; and 
county engineers, city engineers and even railroad engineers 
will find in it many good hints, the result of many years’ 
practice, 

In a very convincing manner the author has treated the 
qualities of iron and timber, has given a simple method for 
testing iron, and has set forth why connections with turned 
pins should be preferred to those made exclusively with rivets. 
He has pointed out where and in what manner finished work 
should be examined. 

His chapter on iron bridge architecture is very suggestive, 





and shows that truth and correct proportions form the only 
proper basis of ornamentation. 

The short essay on calculations is exclusively based on the 
law of vhe lever, which alone in itself is sufficient to calculate 
the general strains of any practically valuable construction. 

For the calculation of the strains in trusses with curved 
chords, the author has preferred the method of differences 
(moments divided by the heights), which in nearly all in- 
stances of practical construction is preferable to the method of 
calculating the strains in diagonals as given by Ritter. 

Mr. Boller has furnished most valuable hints to honest com- 
mittee men who wish to guard themselves and their commu- 
nities against fraud, so commonly perpetrated by one or 
another of the legion of “tin-pan” bridge-builders that has 
grown up of late. This he has done by giving forms for invi- 
tations to bridge-lettings, by turnishing a form of specification 
and by stating how a bridge-letting should be conducted. For 
his meritorious attempt toward raising the standard of Ameri- 
can highway bridge building, the author has our best wishes, 
and he certainly dese~ves success. A compliment is due to the 
publisher, also, for increasing the value of the book and at the 
same time of assisting its mission by presenting it in an at- 
tractive form. 


General Railroad Tews. 


ELECTIONS AND APPOINTMENTS. 
Rochester & State Line.—At the annual mening, recently, the 
following directors were chosen: George Darlin ward 
Harris, Thomas Leighton, George E. Mumford, G. H. Rankin, 
M. F. Reynolds, Charles F. Smith, Rochester, N. Y.; Oliver 
Allen, D, McNaughton, Mumford, N. Y.; D. D. 8. Brown, 
Scottaville, N. Y.; Wm. Bristow, Warsaw, N. Y.; A. D. Scott 
Ellicottville, N. Y.; J. Tillinghast, Buffalo, N. Y. The board 
elected Oliver Allen, President ; Edward Harris, Vice-President ; 
Donald McNaughton, Secretary and Treasurer ; James E. Child, 
Engineer and Superintendent. 

Chippewa Falls & Northeastern.—The officers of this new 
company are: President, Thad. C. Pound; Vice-President, L. 
OC. Stanley; Secretary and Treasurer, D. E. Seymour. e 
office is at Chippewa alls, Wis. 

Pekin, Lincoln & Decatur.—Mr. John 8, Cook has been ap- 
— General Manager. He has been for some time General 

‘reight and Ticket Agent of the Peoria, Pekin & Jacksonville. 

Hannibal & St Joseph.—Mr, R. 8. Stevens, General Manager. 
will hereafter act as General Superintendent also. Mr. C. N 
Lee, late General Superintendent, will remain as Assistant 
General Superintendent. 

Illinois Central.—Mr, W. K. Ackerman, Auditor, has been ap- 
pointed Vice-President also. 

Fort Madison & Northwestern.—At the annual meeting in 
Fort Madison, Ia., July 19, the following directors were chosen: 
John ©. Atlee, Charles Doerr, Jobn Van Valkenburg, Dr. J. C. 
Walker, Fort Madison, Ia.; E. Pitkin, 5 ay ee Ia.; A. L. 
Yourtright, Marion, Ia.; k. W. Pittman, West Point, Ia. Two 
vacancies were'left to be filled hereafter. The board elected 
John C, Atlee, President; Dr. J, C. Walker, Vice-President, 
Chas. Doerr, Secretary; A. L. Courtright, Treasurer. 


Indianapolis, Cincinnati & Lafayette.—Mr. John Egan, Gen- 
eral er Agent, is appointed General Ticket Agent also, 
in place of F. B. sennedy, deceased. 

Pitisburgh, Cincinnati & St. Louis.—The office of Chief Train 
Dispatcher of the Indianapolis Division has been consolidated 
with that of Master of Transportation. Mr. J. W. Finfrock, late 
Chief Train Dispatcher, retains charge, Mr. J. W. Greunert, 
Master of Transportation, retiring. 

The Indianapolis Journal says: ‘It is understood that on 
Aug. 1, J. F. Miller, pupenatences of the Indianapolis 
Division of the Pittsburgh, Cincinnati & St. Louis road, takes 
the position of Superintendent of the Pittsburgh & Columbus 
Division, Who is to be his successor on the Indianapolis 
Division, has not been announced. 

Rhode Island Locomotive Works —Mr. J. Augustus Durgin, 
late of the Pittsburgh Locomotive Works, 1s appointed Superin- 
tendent. 

St. Louis, Keokuk & Northwestern.—Mr. A. L. Griffin bas 
been appo nted General Superintendent and General Freight 
and Ticket Agent, succeeding Mr. Guy Wells in the former, 
and T. C. Buchanan in the latter position. 

Portland & Ogdensburg.—Mr. Albert W. Hastings is aj 

»inted Treasurer of the Vermont D.vision and Mr. Charles H. 

tevens General Freight and Passenger Agent of the same 
division. 

Raleigh & Gaston.—At the annual meeting in Raleigh, N. C., 
July 20, Mr. John M. Robinson was chosen President, with the 
following directors: Dr. W. J. Hawkins, Paul C. Cameron, 
W. W. Chamberlain, Joseph B. Batchelor, Walter Clark, Lewis 
W. Barringer. 

Denver, South Park & Pacific.—Mr. Thomas Withers is 
Engineer in Charge of construction on this road. 


’ 











PERSONAL. 


—Mr. Hardy Eddins, who peony resigned his position as 
General Superintendent of the Galveston, Harrisburg & San 
Antonio road on account of ill health, died July 16 at the resi- 
dence of his mother in Richmond, Va. Mr. Eddins was a native 
of Richmond, and was still poten a ocagy O a young man. He 
had expected to return to his position on the San Antonio road 
had he recovered his health. 


—Mr. J. P. Farley has resigned his position as President of 
the Dubuque Southwestern and Secretary and Treasurer of the 
Dubuque & Sivux Cit; Conpeny. He will devote his entire 
- to his duties as General Manager of the St. Paul & Pa- 
cific. 

—Mr. J, T. Odell has resigned his position as Superintendent 
First Division, Atlantic & Great Western Railroad, and will go 
to a Western road. 


—Mr. J, Augustus Durgin has resigned his position as Su- 
perintendent of the Pittsburgh Locomotive Works, and wiil 
Poa charge of the Rhode Island Locomotive Works at Provi- 

ence. 

—Mr. Wm. M. Hasting-, General Freight Agent of the Fort 
Wayne, Jackson & Saginaw Railroad, was recently presented 
eee a valuable gold watch by the officers and employes of the 
road, 


—The Democrats of Missouri have nominated as candidates 
for Railroad Commissioners John 8. Marmaduke, of St. Louis, 
James H, Harding, of Jefferson City, and John Walker, of 
Howard County. Messrs. Marmaduke and Walker are members 
of the present board, and Mr. Harding is a civil engineer of 
considerable local reputation. Their election is considered 
certain. 


—Mr. Robert H. Berdell, at one time President of the Erie 
Railroad Company, is under arrest at Goshen, N. Y., on a 











charge of murder, he having shot and killed a man named 
Murray, who had attacked fim and tried to borsewhip him 
The whole affair grew out of some unpleasant family re. 
lations. 

—Mr. Guy Wells has resigned his tion as General 7 
intendent oi the St. Louis, Keokuk & Northwest-rn road. 
T. C. Buchanan also retires from the position of Genergj 
Freight and Ticket Agent of the same road. 


TRAFFIC AND EARNINGS. 


Railroad Earnings. 
Earnings for various periods are reported as follows: 
Year ending June W : 











1876-75.  1875-'14.  Inc.orDec. Pp. ¢ 
Nashville, Chattanooga y 
& St. Louis........... $1,751,600 $1,680,826 Inc.. $70,774 49 
Expetises .......----- 1,028,424 1,151,954 Dec.. 128,530 119 
Net earnings......... $728,176 $528,872 Inc.. $199,304 377 
Earnings per mile.... 5,122 4,915 Inc.. 07 «49 
Per cent. of expenses. 58.43 68.53 Dec.. 10.10 147 
Siz months ending June 30 : 
1876. 1875. 


Midland, of Canada.... $125,154 $128,537 Dec.. $3,383 94 























Philadelphia & Erie.... 1,565,721 1,462,371 Inc.. 103,350 7] 
Expenses.....++..++++ 1,137,426 1,070,649 Inc.. 66,777 6.2 
Net earnings ......... $428,295 $391,722 Inc.. $36,573 93 
Per cent. of expenses. 12.65 73.21 Dec.. 0.56 08 

St. Paul & Sioux City.. $261,936 $198,212 Inc $63,726 320 
Expenses.........+.++ 181,587 188,918 Dec.. 7,331 39 
Net earnings......... $80,351 $9,204 Inc.. $71,087 1611 
Per cent. of expenses. 69.33 95.32 Dec.. 25.99 27.3 

Sioux City & St. Pau.. 162,314 104,159 Inc .. 58,155 66.8 
Expenses .......+++++ BOUBTE cecccvecce sovcccccccsccene eee 
Net earnings......... GEEe brpscesnes. ccbeqoccesces cer Fea 
Per cent. of expenses. GREED ccccvscdce ccccescdecddcons 6 
Five months ending May 31: 

Atchison, Topeka & San- 

BBCi. ic ccccocctecces $859,161 $471,239 Inc.. $387,992 923 
EXPenses... ...-s00++ 422,427 232,283 Inc 190,144 81.9 
Net earnings......... $436,734 $238,966 Inc.. 197,178 wae 
Per cent. of expenses. 49,17 49.27 Dec.. 010 02 
Month of April: 

Atlantic, Mississippi & 

BIO. nec ccccscccccccs $125,976 $159,367 Dec.. $33,391 209 
Expenses...........+- 94,735 88,306 Inc.. 6429 13 
Net earnings......... $31,241 $71,061 Dec.. $39,820 660 
Per cent. of expenses. 75.19 55.19 Inc.. 20.00 362 
Month of May: 

Atchison, Topeka & San- 

TRTO vcccvccddccvesee $219,370 $107,645 Inc.. $111,725 103.8 
Expenses ...........++ 100,865 49,924 Inc.. 50,941 102.1 
Net eurnings......... $118.505 $57,721 Inc.. $60,784 1053 
Per cent. of expenses. 45.98 46.38 Dec.. 040 «60.9 
Month of June : 

Philadelphia & Erie.... $261,265 $287,158 Dec.. $25,893 9.0 
Expenses.........» -+» 283,010 229,449 Inc.. 3,561 16 
Net earnings......... $28,255 $57,709 Dec.. $29,454 51.0 
Per cent. of expenses. 89.17 79.90 Inc.. 9.27 «116 


First Week in July: 


Cairo & St. Louis ...... $5,693 ........ Pe eeeccso: eoccepee geppe 
Denver & Rio Grande, 

Main Line........... 6,421 $7,879 Dec.. $1,458 185 
Denver & Rio Grande, 

Trinidad Extension .. BFOD ccccccsnce cccccececcccsces eee 
Missouri, Kan. & Texas. 30,615 39,463 Dec.. 8,848 22.4 


Second week in July : 
Atchison, Topeka & San- 
ta F 


Ocddecevaccvecaccs $48,331 $25,984 Inc.. $22,347 986.0 
Chicago & Alton....... 109,190 99,476 Inc.. 9,714 98 
Michigan Central...... 98,798 112,398 Dec.. 13,600 121 
Missouri, Kan. & Texas. 44,451 52,517 Dec.. 8,066 154 
Ohio & Mississippi..... 51,085 60,345 Inc.. 740 «12 
St. Louis, Iron Mt. & 

Southern .........++. 65,100 57,985 Inc.. 7,115 123 
St. Louis, Kansas City 
& Northern.......... 57,955 37,361 Inc.. 20,504 55.1 
Week ending June 30: 
Great Western, of Can- 
GB ivicisonedessicsscs £15,103 £15,018 Inc.. £85 «(06 
Week ending July 1: 
Grand Trunk .......... £37,200 £37,000 Inc £200 «(05 
Week ending July 7: 
Great Western, of Can- 
GEE i caebs cvassictsee £14,856 £13,872 Inc .. £984 «6.6 
Week ending July 8 : 
Grand Trunk .......... £33,700 £37,000 Dec.. £3,300 89 


The decrease is Missouri, Kansas & Texas earnings is attrib- 
uted to interruption of traffic by wash-outs and the loss of the 
Red River bridge. 


Texas Freight Rates. 
The Illinois Central and the Chicago & Alton have adopted 
the following tariff to points in Texas from Chicago: 
Bulk and 


First Second Third Fourth boxed Class Class 
Chicago to class. class, class. class. meats. A. B. 


Jefferson and 
Shreveport .... $2.05 $1.70 $1.35 $1.15 $1.05 $0.95 $098 

. Denison 
and Eagle Ford, 1.88 1.55 1,25 1.10 110 100 0,865 
Hearne ........++ 2.38 2.00 1.71 1.46 1.46 1,25 1.10 
Austin......... . 2638 220 195 165 165 145 1.18 
Kingsbury....... 268 217 1.91 166 156 1.37 138 


and to other points in proportion. The rates are all per 100 
pounds; classes A and B for full car-loads only. There is & 
general reduction from the former tariff. 


Ohicago Lumber Traffic. 

The Northwestern Lumberman reports the receipts and ~ 
ments of lumber and shingles at Chicago from Jan. 1 to July 
19 as follows (feet of lumber and number of shingles): 


Lumber: 1876. 1875. Decrease. P.o 

ee RTI 402,231,678 452,398,192 60,166,514 111 

Shipments............ 254,482,097 278,465,914 23,983,817 85 
Shingles: 

Receipts........-..0++ 263,788,000 301,762,700 37,979,700 = 

Shipments............ 114,470,060 141,971,925 27,501,875 19 


Of the receipts, 90.8 per cent. was by lake this year and 91.4 
last year. Considerable shipments are made by the _— 
and Michigan Canal, but nearly all the rest goes by rail, # 
forms the leading freight of the railroads which carry grait 
and stock to Chicago. 


Oaliforma Freights. . 

The three rai’-oads in the Chicago-Omaha pool have issued 
the following circular to connecting roads concerni t 
ments of freight in bond from Atlantic ports through to Cali- 
fornia. one wilh 

“ Cars loaded with less than 12,000 pounds of freight 
not be received. : 

“ Full car-loads of 20,000 pounds should be made up a8 ue 
ly as practical. When necessary, freight not bonded should 
putinto the same car to complete the load. All freight in wad 
car must be consigned to the same city. Freight for Sacram 
to and San Francisco should not be loaded together. 





‘Cars should be in good order and as nearly new a8 practi- 
cable. Very few old cars can be sent 3,000 miles without tran 
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. They should be of the 4 feet 84% inch justable | road, and has several contracts for h bridges on hand. 
ped YG inte gage. Ae teary | The Loshiel loon Werte ot Hance 


mance will not be aeee, e pr hs unsafe upon the 
curves met in crossing the mountai 

The impracticability of transferri freight or adding to 
joads in sealed cars is the occasion of this circular. 


the :ails for the Emlenton 


Ooal Movement. a 
Seal tonnages for the week ending July 15 are reported as Sat some time to come, 
follows : Mass. 
1816, 1875, Ino. or Deo. P. o, | atts are work 
nag BES EL oh 8 456,877 669,648 Dec. .102,771 18.4 | “hn oie 
ne ne eee o+-- 9,925 oe a 


4 e 
ato ah ac “abs | oprimgs and forgings, at 
“ a Cumberland,. 46,453 64,916 Dec.. 12,463 21.2 

Bituminous, Barclay............ 6,874 7,124 Dec.. 250 3.5 


Allegheny Region.. 3,411 


The Anthracite Combination companies have advanced 
prices 15 cents per ton, the increase to n 1 wells. 


Aug. 1. 
Th 1 10; f the P ’ i for the six| The Springfield (I11.) Iron Com has the contract for the 
e coal tonnage o e Pennsylvania Railroad for ihe Sorte a ow Wat o& W. pany 


months ending June 30 was as follows: 








ey Se A 
sur work for t. @ reason given e 
supply of rails on hand is sufficient for the road 


The car works of H. T. & LN. Keith, at West Sandwich, 
full time. They are now ging oat stock 

platform cars for a road in Nova Scotia. 

Douglass, manufacturer ef locomotive and car 


eport, Conn.. has 
an additional shop 65 by 35 feet, and has added to his 
é machinery a 300-pound steam hammer of Ferris & Miles’ make, 
36,518 Dec.. 16,970 46.5 seven fires and three furnaces for railroad »s 3s. He has 
“ Pittsburgh Region. 16137} . hE i i a finished a large order for Miller draw-hooks for the Lo 
d roa@® and is at work on a large one for pump-rods for o1 


duties, is so strict that ne question will be 
ayy as to the fairness of the Geesesiion, and eres 
o & the cestue qui trust need be shown. 

4. Ifa trustee, as a director ofa railway company, makes a 
contract for the building and equipping of the and re- 
serves a private interest, or uently becomes interested in 
its execution with a view to cipate in the profits of the 
contract, the cesiui que trus', or stockholders, may, at their 
election, ratify the act, and insist upon the advantages of it 
in toto. , 

5. If the directors of a railway company gratuitously give 
away certificates of stock, being a mater oarte thereof, to = 
tractors building the road, for the Epcee of giving them a 
controlling influence in the election of officers and the manage- 
ment ome — a — ry Regd b. ~y- the same void, 
e8) y where a 0 e dir rsare interes 
pa acer with the pm wa ng er tied we 

6. No ratification of the acts of an agent or trustee will esto 
the principal or cestui trust, ess he has been made 
aware of all the material facts and circumstances of the trane- 















, Pa., are su) 
’ pplying 


recently com- 


ashington road in Kansas 


Tons.| The Danforth Locomotive Works, at Paterson, N. J., last | action that would in any way influence his mind or affect the 
are suabes ipo toes aa cocsnceaschessesee 322, — x. ped a locomotive to Cuba. > ne transaction. 
-bitu ous, . 
4 Clearneld and Snow Shoe BP ey teeing «= gy ehendongen, Pu.,heve: Gece Maryland Tax on Gross Beoeipta, oa 
¥ see " 
Bituminous, Gallitzin and 2 a ele cianeineaye gers seeeee wae on Iron Seems 9 Catasauqua, Pa., also have three adelphia, Wilmington & Baltimore Coma — ie Court of he 
“ bone tnd Weeloneshond ahs tail swigeteed me 394,964| The a Valley Spike Works, at Allentown, Pa., which peals sustains the constitutionality of the tax of one-half of 1 
“ Pittsburgh Region...........scsececeseeseseees 153,621 | were burned some month. ago, are now being rebuilt. per cent. imposed by the amended act of 1874 upon the gross 
SIRI SRR eta ie bey Sa So NS Bah NSE 393,158] The Bradley Manufacturing Company, of Syracuse, N. Y., re- | Teceipts of railroads worked by steam in that State, but at the 
cently shi one of its patent cushioned pemeoeh to Shef- | Same time declares that where charter exemptions exist the 
Total. ......sseccre-serccescevececesees eseecesecsesees 2,239,250 | field, En peer Two out of an order of seven for a shop in | 7@ds, to such extent as they possess them, are free from the 
Being ere car-loads of 11 tons each, or 6,786 trains of 80 Westphalia, Germany, are nearly ready for shipment. Ihe tax. Under this decision the P’ elphia, Wilmington & Bal- 
cars each, 


Work was this week resumed in the mines of the Delaware, | Cana! street, Chicayo. 
Lackawanna & Western Company and its alhed operators inthe) At the Edgar Thomson 8 
Scranton Region. The mines will be worked every other week | heating furnace is now be 
for the present. The Revolving Scraper 

Two meetings of the Anthracite Board of Control were held | busy on orders. 
at the office im New York recently to consider the action of the Blac 


than the quota allotted to 1t in 
was stated that the Lehigh Valley operators had resolv 
reduce their shipments in August enough to make up the June 


ings in New York. 


Qincinnati Lumber Traffic. 
A large part of the pine lumber received at Cincinnati from 

Michi - ay “f - supply omnes from suewiens being #2 by 

way of Toledo and the old canal, the rates by canal be’ . 

to $2.75 per thousand this year, and the lake rate from Saginaw “ mid & Reflorty of ord 

to Toledo $1.50. The shipments by rail go direct from the | ,}j : 

the mills, and the rate is usually half 

water rate. 


Ocean Freights. 


isting embarrassments an 


The Missouri Car & Foun 
its works running full time 


struction superintended by 
The Pencoyd [ron Works 


2 maintai il Tuesday, | 4e!phia, were established in 1852, and now have three trains of 
pubes were tained throughout the week undil y fimehin rolls, 12 in., 18 in. and 23 in., and two steam ham- 
hey make rolled and hammered — bridge and 


—- 


when they became weaker. Grain from New York to Liv 
has been 844d. to a. by steam, and (a less by sail; to 
for orders, by sail, a 

reported at 9%d. To Liverpool by steam cheese was taken at | * 
50. to 60s. per ton, bacon at 40s. to 45s., tobacco at 42s. 4. per per 
ah (5s. less by sail). Petroleum rates seem to be hig 

i. 3d. per barrel from New York to a Danish 
same from Philadelphia to the German Baltic 


rk mers. 


The grain exports are comparatively 
weeks poe tonnage is likely be in little demand on this 
coast, but much sought for at San Francisco. 


Grain Movement. 


ending July 16 are reported as follows, in bushels : 
1876 1875 


Lake ports’ receipts... 2,028,445 3,112,134 Dec,. 483,689 156 mation yet attainable of th 
Lake porta’ shipments. 2,877,186 3,418,308 ‘ 
—— vate receipts. og mag be ry Inc. gala me try would be very valuable. 
f the shipments from lake ports per cent, were by : 
this year, against 344, per cent. in 1875 and 8% in 1874. Number of Locomotives 
Chicago receipts and shipments for the week ending July 25 u 
were: number of locomotives at 
1876. 1875. 
RIOD. 00s cocscccccoccosose 1,658,118 1,985,891 


332,773  16.7| then, to give from officiai 
Shipments ..........-see000e 1,581,020 2,235,113 


same time last year. —; Northeastern, ams 
8 


ire, 670; Great Northern, 
Lake and Oanal Rates. e reat Northe 
The corn rate from Chicago has beenr 


but rates at Milwaukee have been r 
cents for wheat. Canal rates from B 
continued lower than ever before, usually 55% cents per bushel 


sometimes at 


Buffalo, a through rate from Chicago to New York harbo: 6%\few years. In the 


cents per bushel on corn. ‘The difference between the New| the stock of locomotives on the London & Northwestern rose 


York and Chicago prices is not now more than eight or nine | from 1,591 to—as we have 
cents. owned at the former period 


eastern rose from 
THE SCRAP HEAP. 


Railroad Manufactures. ° 








the additions for several of 


The works of Dilworth, Porter & Co., at Pittsburgh, Pa., have | 8X months ending last year the Mi nd Company added no 


& capacity of 65 tons of railroad opikes per day, They are fitted | less than 34 locomotives to 


i i i claim bo ),000; the Great Northern added 12, the cost of the ad- 
ny Re me game gens mage ¥- better Neg dition ee £21,000; the Northeastern increased its number by 
71, the cost being stated at £171,000; the additions to the Man- 


its use, they can make spikes cheaper and 
other house has heretofore been able to do, field & Lincoln 

The Portland Company, at Portland, Me., recently delivered chester, Sheftie oo 
&new passenger engine to the European & North American 


The King Iron Bridge Company, at Cleveland, 0., recently | Cost of £11,000.” . 
completed s bridge 275 feet long in West Virginia. It has just} From the pocetae it 
réceived a contract for a bridge of four spans, of 150 feet each, | Motives in Englan 
over the Juniata River at Lewistown, Pa., besides sev 


smaller Western orders. to $15,075 and $9 


company has recently opened a Western office at 


y k, Barneman & Co. have just consi extensive bridge 
Lehigh Valley Company in shipping some 80,000 tons more | works at Lancaster, O. The works are 
une. At the last es vee | it | proved machinery for the construction of iron bridges and have 
to | already several orders on hand. 
! ) 6 Ju Ata meeting of the stockholders of the Wyandotte Rollin 
excess, and to abide by the regulations of the combination | Mill Company in Detroit, July 13, the directors were appoin 
hereafter. The board resolved to hold regular monthly meet- | @ committee to prepare a plan for relieving the company of ex- 


basis. The meeting adjourned subject to the call of the board. 
for the Burlington & Northwestern road are under way, besides 


a higher than th — eight tireless locomotives for a street railroad in New 
sli igher than the | Orjeans. ese engines have been demgned and their con- 
Mr. Theodore Scheffler, of Patterson. 


;. |shape iron, beams, shafting, etc. They furni 
us 10d. and e charter icin Balimase is cee the Main Building is Memorial Hall at the Centen- 
1. The works are now —aers on the wrought iron for 
— he Be he Gane fabs being built at the Edge M 
over the Susquehanna which is being a e e Moor 
vg apt, the 4 Works; on iron for ie —_ Bievanet, og 2 ay 4 
imore rp “set from ork; on # contract for ammered axles for the Texas 
agi ey See How Terk to Pacific, and 800 axles for other roads and car-builders. 


ht, and for some Experiments with American Ooals. 
e National Academy of Scienc~ has memorialized Congress 

for legislation to.provide for the continustion of the experi- 

ments of the ow — eon ne = yo . om 

‘ ; so as to include the coals of the Miss! alley, and the 

Receipts and shipments of grain of all kinds for the week countun Govier weak, whidh.aat fame the 48 

Inc.or Dec. P.c.| Population. Prof. Johnson’s experim 


Dec.. 541,122 15.9] he tried, and similar information of the other coals of the coun- 


The following statement is from the Engineer: “Of the 
Decrease. P.c. | exact estimate has ever been published. It may not be amiss, 


654,093 22.3 | tives owned by and at work on some of the chief English rail- 
These figures ure not far trom those for the previous week. | Ways. The numbers at the end of last year owned by the re- 
The movement, it appears, is considerably less than at the | spective companies were as follows: Lo 


colnshire, 374; London & Southwestern, 363; London 
rted throughout | & South Coast, 270; Southeas 255; London, Chatham & 
the week as 134 cents per bushel. No wheat rates heve been | Dover, 142; North Staffordshire 118; North London, 66; South 
reported, the shipments from Chicago being all on “ private | Devon, 54; Metropolitan, 44; Me 
terms” apparently (three-fourths of its shipments were corn), | wall, 21. ‘This lis includes, it is evident, all classes of locomo- 
p} tives, of varying cost, held by the respective companies; but 
0 to New York have | the value is not generally given. It may not be uninteresting 
to add that on most railways the rate of increase in the num- 
for wheat and 54 for corn, making, with the elevator eres ati ber of locomotives has been 
ro 


to the total already given; and the Great 
Western, which had, in 1870, 929, has now about 1,200. This 
rate of addition seems now to have reached its maximum, as 


clusive of four tenders—was £24,000; and finally, of illustrative 
examples, the London, Brightun & South Coast 


during the period named ranged from 
$13,400 to $8,250 gold, equivalent at the present price of gold 
30 in erican currency. _ 


0. 22 South 


teel Works the seventh Siemens re- 
put up. 
mpany, at Columbus, O., is very 


timore Railroad is made liable to the tax on the gross receipts 
of its line from Baltimore to the Susquehanna, but not beyond 
that point, as for the balance of its line, under old charters, it 
enjoys exemption from all taxes except on its fixed property, 


OLD AND NEW ROADS. 


Mobile & Ohio. 


Te Special Master in the foreclosure suit gives notice that, 
under order of the United States Circuit Come he is receiving 
proof of all bonds and other debts which are a charge or lien 
upon the property, and will continue to do so until Oct. 15. 
For convenience of bondholders he will be at No. 11 Pine street, 
New York, from 12 noen to 3 p. m. of every business day from 
Aug. 7 to Aug. 31; at otber times at his office in Mobile, Ala. 
Bondholders unable to attend in person at Mobile or New York 
may poy correspondence obtain the forms aud information 
necessary to establish their claims. 


Denver, South Park & Pacific. 

The Denver & San Juan Railroad Construction Company 
gives notice that bids will be received at its office in Denver, 

Jol., until Aug. 10, for the grading of this road from the mouth 
of Platte Canon to the South Fork of the Platte, embracing 
sections 21, 22, 28, 24, 25, 26, 27, 28 and 29. The work will be 
let in mile sections, and approximate estimates of the quanti- 
ties given. Bidders will state a price per cubic yard for solid 
loose rock and earth excavation; also a price per cubic yard 
(of 25 feet) for culvert masonry, slope and retaining walls and 
rip raps. Plans, profiles and specifications will be ready for 
— by Aug. 1. The work will be paid for monthly in 
cash. 

A correspondent writes as follows: ‘‘The Platte Canon isa 
very large canon and the work in it will be very heavy and 
difficult. Forty-seven miles are to be built from Morrison (the 
ae pe: terminus), ending at Bailey's Ranche, on the North 

ork of South Platte. The canon work will be let first and the 
rest at such time as will get the whole completed about the 
same time.” 


Ohicago & Northwestern. 

In answer to some questions addressed to him by Marx & Co., 
of New York, Vice-President Sykes writes as follows: 

“We have to sayin reply that the accounts which contain 
the information = desire in respect to gross and net earnings 
are but just written up for the fiscal year, and the results will 
in a few weeks appear in the usual annual report of the com- 


































tted with the most ap- 


placing it upon a firm financial 


Company, at East St. Louis, has 
with about 25@men. Some 40 cars 


rson, N. J., have nearly ready for 
of A. & P. Roberts & Co., in Phila- 


ed the iron 


ilmington & Baltimore bridge 


el of an immense 
ents give the best infor- 
e relative values of the coals which 


on English Railroads. pany. 

“Without anticipating that report we proceed to give you 
such information as bears upon the subject of the security of 
the consolidated gold loan bonds. 

“And first, we answer that the company declines to sell any 
more bonds. Provision has been made for all steel rails to be 
laid this summer, and sufficient funds are in hand to liquid- 
ate the remnant of the floating debt, which the annual report 
will show as existing on the 31st of May last. 

“The compete therefore is now virtually free from the accu- 
mulation of floating debt, which for so long a time has absorbed 
its net earnings and deferred dividends. 

“The position which the gold-loan bonds occupy among the 
securities of the cumpany is substantially that of the second 
place, and near enough to bed-rock to place them on the most 
secure foundation. 

* The bonds and stocks of the consolidated roads which form 
the Chicago & Northwestera Railway rank in the following 
order, beginning at the base of the property and extending up- 
ward through its different securities, to wit: 

First—Various issues of the original bonds of the consol- 

idated lines, averaging $17,700 per mile..........6++e005 $18,749,500 

Second—The consolidated gol loan, averaging $12,000 per 
WTITTTILITILITIVITITTI TTT TTT Tire 12,651,000 
Third—Con ent lability for any deficit on proprie' 

roads, ee ov yheedthon A Mh, nce one - - ° — 16.599,500 
Fourth—Preferred stock of C. & N. W. Railway Company.. 21,502,000 
Fiftth—Common stock oi VC. & N, W. Railway Company.... 16,011,000 


work on the English railways no 
ents the number of locomo- 


& Northwestern, 
Midland, 1,196; Lancashire & York- 
533; Manchester, Sheffield & Lin- 


litan District, 4; Corn- 


enlarged within the past 
six years ending. with 1875 


seen--2,019; similarly the Midland 
850, and now owns 1,196; the North- 


the companies will show. In the 
its stock, at an apparent cost of 


“It will be noticed that the items in the first and second 
class represent 374% per cent. of the whole. 

“The business of the fiscal year ending on the S3ist of May 
last, will show net earnings on the whole property sufficient to 
discharge the obligations on all securities included in the first, 
second and third series ubove described, together with a sur- 
plus extending nearly through the fourth series. 

“The net profits are a little over $1,179,000 for the year, the 
same being about 54% per cent. on the preferred stock.” 


Texas & Pacific, 


shire numbered 9, and the cost—in- 
4, ata 


will be seen that the prices of loco- 








fhe rolling mill and other property of the Blandon Iron Com- 
Fay in. nev tad' ee’ received tor’ the. gelling all, ana 

o bid was receiv r the 088 | 2. 
made for the other property were so inadequate that they were Directors as Trustees. 
ae and the sale eljourned to Aug. 11. 

e Wrought Iron Bridge Company, at Canton, O., is running | pany the 

ite works 11 hours pér day, with 160 men, and 
employed outeide in erecting. Bridges are under construction | members of a company wit 


i 


for Ottawa, Canada ; Columbus, O.; New Castle, Pa.; Utica, | to build and equip the road. 

i, Hoven, es Salama, and atber lacs. |i they do, shy wil in ena 
e Wason Car Jompany, ‘enn., | Pp’ r 

is building some cars for the Northeastern Railroad and some 


dump cars for the Rising Fawn Iron regarded as trustees 


The Eri ‘ i i been * y the assignee bi duty to transfer the trust, or to assume obligations 

a aap ter me Satan 1 locematetiast with that relation, or to place themselves eelliee 

pany, at | sition a as of the a y - in such a ne 
ted. ee . | a8 that mteres' prevent them from 

wn (Pap Rolling J , and is | for the best interests of those they 


$147,600, including the mo es on the y 
The buildings of the Peemavoes Iron TE Breed 


The re warren gy Rolling Mill started up July 
ea pee ircogay es eT 
e Clinton (Ia.) e y sev- y 
eral truss bri ges for the St. Louis, Bloomfield & Louisville betw 





RAILROAD LAW. 


In Kelly against the Gilman, Clinton and Springfield Com- 
is Supreme Court held. 
has 100 more| 1. Itis illegal for directors of a railway company to become 


2. The directors of a railroad company ore, in an important 


represent. 
rule which prohibits a trustee or agent, private or 
a position uce 
eon bis individnal interest and a fai’ 


The main line was completed to Fort Worth, Tex., July 19, and 
regular trains oy ranning through July 24. Fort Worth is 
25 miles west of the late terminus at Eagle Ford, and 252 miles 
from Texarkana. 

On the Transcontinental Division track is laid from Texar- 
kana west 18 miles. On the western end the track is down to a 
point 25 miles east of the late terminus at Brookston and 81 
miles cast of Sherman. Regular trains run to Paris, eight 
miles east of Brookston. Between the two ends of the track 
there 1s a gap of 53 miles, which is being rapidly filled up. 
There is considerable agitation in Texas on the subject of 
the forfeiture of the State lend grant to the road. The matter 
is thus summed up by the Galveston News: “The company has 
for roads constructed received certificates for 4,076,800 acres, 
which have been located mainly in the smaller reservation. 
“The land grant, and the reservation under act of May 2, 
1873, were made iu lieu of the grant of six million dollars in 
State bi nds, and were subject to certain conditions as follows: 

“That the road from Texarkana to Sherman, and the road 
from Longview to Fort Worth, should both be completed to 
Fort Worth by the 1st of July, 1874, and failing to complete 


h whom they have @ @ contract 
80 a8 to share in the profits, and 
ty. be compelled to account for the 


tor the stockholders, and it is a 





a conflict 
discharge of his 
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THE RAILROAD GAZETTE. 


[Jory 26, 197% 








to forfeit all rights to their donations and 


act of April 90, 1874, all railroads were allowed 
of twelve months’ time in which to complete the 
the time charters. This ex- 
to July 1, 1875. 


either the com’ 
reservations of 
“Bya 
an ex 
same 
tended time of the Texas & 


** By act of March 15, 1875, this company, 1 provi- 
rion, had an ex of time of six months, w ich gave till 
Jan. 1, 1876, to complete the road from Broow to 1exarkana 
and from Longview to Fort Worth. 

“ 


of the late Constitutional Convention, of date 
Nov. 28, 1875, the time for the completion of the eons last men- 
tioned was ex! to the close of this session e Legisla- 
ture, at which time, without further relief, the company’s char- 
ter would be forfeited. 

** But the general act of March 15, 1875, demands that 20 
miles of the road be completed from Brookston towards Texar- 
kana, by the ist of November, 1875. 

“This last or requirement had not been complied 
with, and when 23 days after the day this 20 miles were re- 

uired to be completed, the convention passed its ordinance, 
it is held by some that the charter and right under it had been 
forfeited, and the ordinance could not have revived rights and 
franchises without specially providing for their renewal. 

“Now, the com ‘ ler a general law, asks for 30 days 


tter the close of this session, in which to complete the road 
freun Texarkana to Sherman, and Longview to Fort 
Worth. 


It is assumed by the comeeay there has been no for- 
feiture. The question is a doobtful one, but with perhaps a 
pr of authorities in favor of the company. 

“Tf there has been a forfeiture, the general law extending 
time to all companies would not revive rights so forfeited. So 
it seems the company rests ite rights upon the ground that the 
23 days between ior 1, 1875, Nov. 23, 1875, did not work a 

feiture, 
on ents of the road who want the reservation opened up 
to settlers and development, say that to pass the bill without 
declaring the Texas & Pacific reservation forfeited and open to 
location, is to throw the question into the courts and to keep 
settlers off for years until the matter is decided, giving the 
company in the meantime ty to complete its lines and 
to secure its land certifica and to locate them upon the 
choice lands a a belt of country a undred 
miles from Red River to the Rio Grande. hold that 
neither the State nor the private ies interested could com- 
pete in the courts with Tom Scott, and that it is incumbent 
upon the State to claim its own by an unmistakable act de- 
claring the reservation opened and the land grant forfeited.” 


Missouri, Kansas & Texas. 

The following circular to agents has been issued: “On and 
after July 10, 1876, 20,000 pounds of grain and produce will be 
considered a car-load. Proportionate rates will be charged u 
to 21,000 . For all over this amount fourth-class tariff 
rates will be collected.” ‘ 

The temporary bridge to replace that over the Red River 
which was recently washed away is completed, and trains are 
now running regulary. All the other damage done ee 
hgh water in the Indian Territory has been repaired ork 
has been begun on the new permanent bridge at the Red 
River. 

The Machinery Department makes the following statement 
for May: 









Freight. 
Of CEBINS...0ccccccecs sosccscccoece 85,195 
Mileage © ET Ta ‘+ ao 1,102,999 
1 locomotives 2 le «++ 19.00 cts, BN cts. 
ogee aahecrnar “Tantut mile. 4.06 + 1.66 
of coal per car per mi'e... : 9 
poms of ent....... $17,654 34 $28,076 82 
Total cost of Machinery t per 
car hauled One Mile......cseecseeeerseeees 6.3 cto, 2.3 cts. 
Cost of car repairs per mile......... voqat¥es 161 “ 0.68 “ 


The cost of switching and work-train engines is charged two- 
thirds to freight and one-third to passengers. The cost of air- 
brakes is ye 2.1 per cent. of possngmeacngine - _ 

$ cent, 0 -er-car repairs, ‘Che cost o' - 
and 1.9 per a42 per 


man-car repairs was cent, of the passenger-car repairs. 
Indianapolis, Bloomington & Western. 
The United States Circuit Court in 8 eld, Ill,, has re- 


fused the motion to remand the forec eg suit to the State 
courts from which it was recently remoyed to the Federal 
court. A motion has been made to vacate the order providing 
for the parmen of back wages and supply bills due. This mo- 
tion is still pending. 
Dividends. 
Dividends have been declared by the following companies : 
North Pennsylvania, 3 per cent., semi-annual, payable Aug. 


Carbon & Port Carbon, 6 per cent., payable on de- 


merit Oreek & Mine Hill, 5 per cent., payable on demand. 


eetings. 
— Pinowing companies will hold their annual meet- 
ings at the times and places given : 
‘exas & Pacific, at the office, No. 275 South Fourth street, 
Philadelp! Aug. 8, at 2 p. m. 
Yosinanpe oomington & Western, at the office in Urba- 
na, Ill., Sept. 18. 


Manchester & Keene. 

A sub-contract for 18 miles of the grading has been let to T. 
F. Maney, of Lewiston, Me., who will begin work at once and 
employ a large force. 


St. Louis, Bloomfield & Louisville. 

The Indianapolis Journal states that this road has passed 
into the hands of the Indianapolis Rolling Mill Company, 
which ed the iron. Arrangements are being made to 
operate the completed section of the road. 


Sioux City & St. Paul, 


The operations for June are reported as follows : 





Freight.....cssceegecerccvececcccecnceseeccnssseseeees 0+ + $22,067 25 
DASA aks hs S5.048kk Wase Gdsen ds hewess oes 008s vepesesen:i } MOMMA 
Other SOUPCEB.....eereereeeeees PTTTTITTTI TLE TTT TT 2,672 63 

Total ($215 per mile).........eseeeeeeeee + «+ $31,868 20 
Working expenses (65.9 per Cent.)........++..0+esceeeeeseee OLO10 44 

Net earnings ($73 per mile)........ eonccetoce eoscece - $10,857 76 
Rents ....cceeverecvees pesesesecs Smsareargaessecpecstaccech 714 00 
Equipment bond sinking fund. ...........0.eseeeereeeeeees 1,231 34 

Total. ..cccssscece ape ae iaggbeanener - apmaman 10 

bal from previ months...... veneeee ‘ ; 

yaar ° + 268 33 





sees $7,003 66 


Balance, July 1.......00+.55+ Jedeos be dbdrecrvcnes 


For the half-year ending with June the gross earni 
$162,313.54, resend an increase of 55.8gper cent. over 1875° 


= — z t ede as Se 
last month in 


t begun the Virginia State Court at Alexan- 
aia was noted last week, it seems that this suit, begun by 


were 


Mr. John C. Graham, either had been or was to be dismissed 
but, upon the commencement of another suit in the United 
States Court by Mr. Scott,a number of the bondholders and 
other creditors resident in Virginia joined in the Graham suit 
and the Receiver was appointed, e Graham suit was begun 
a few days before the Scott suit and now includes, it is claimed, 
& majority of the creditors and also of the stockholders of the 
company, so that it is thought probable that the State Court 
will retain jurisdiction and possession of the road. The ob- 
jection to the Scott suit appears to have been chiefly in the 
fact that it has been the eae practice of the United States 
Court in Virginia to appa t a receiver from outside the com- 
pany interested, and it was desired to keep the road in the 
nds of the present management. 


Northeastern, of Georgia. 


Work is now progressing rapidly on this roadyand it is ex- 
pected that the ri miles ea Athens, Ga., northward to a 
connection with the Atlanta & Richmond Air Line will be com- 
pleted in September. It is stated that the whole cost of this 
section will be only $520,000, or $13,000 per mile, of which 
$240,000 18 derived from the State bonds given in aid of the 
road and the rest from stock subscriptions. 


Southern Pacific, 


Daylight has been let through the great San Fernando tun- 
nel and in two or three weeks trains will be able to run 
through. By that time the track from Calienti will have 
reached the tunnel, repens the rail connection between 
“an Francisco and Los ngeles. The San Fernando tunnel, 
the last of 18 on the mountain section of the road, is over 7,000 
feet long and is the longest in the United States next to the 
Hoosac tunnel, 


A contract has been let for an iron bridge over the Colorado 
River at Fort Yuma. 


Lake Erie, Evansville & Southwestern. 
It is said that this company has secured the money to com- 


plete its extension from nville to Huntingburg, I[nd., and 
that work will soon be resumed, 
St. Paul & Sioux City. 
This company 1 eports for June as follows : 
SCE 44095400 64608604 04993 Pas bRadns bhioros so cob keels $40,647 24 
clad) cesvccsiceeseceéeebbveddchee codectedvoctsse 10,986 66 
Se NEB v0 c's ccccceveverccdhdepece ssebddecsivccveses 2,118 67 
Total earnings ($441 per mile)....... .....seceeeeees $53,747 57 
Working expenses (59 per cent.),.......6. secceseeeceesers $1,615 60 
Net earnings ($181 per mile).............c00+. cseeee k "p2z, 91 97 
PEs wa iccne seacccrbnces 4 0000 Cosevccreneascesocecosecese 96 00 
Total........0. stalians ha Alcth Gaiuk hasdadaubnlibin’ $22,227 97 
DUR GRD scinsiccestecctscvecsecsecbees bodsedec $1,074 96 
Ns rie Ueh 66 oe bide oa ded soivcbbicee’ 0dsba0% 
Interest on floating debt.... ........c000 eeeseees 675 O01 
—_———-—s- 2,058 31 
RT En. son. nko nabs ncecdsecedink $20,169 66 
Balance from previous Month..........ssseseeeevecessees 980 01 
I Da che cr eseitac a ninnseat whsee oebeseeks $60,149 67 


The gross earnings for the half year ending with June were 
$261,987.71, being an increase of 32 per cent, over 1875. 


Ohicago, Danville & Vincennes. 
Receiver Anderson reports for May and June as follows: 


I Gt OE I ota, 0s cannes cbdk spsiehesad as ceeeas $11,622 04 
Receipts from current accounts.........cccccccerseeceees 171,592 60 
si former receivers’ and company’s accounts, 293 84 


R.A iy er SOR Reg Only ef ry "$183,508 48 
TIMIETITTILITITT ITT TTT TTT ere 167,686 54 
Balance to July.......e:csosscecscees TTTTTT TTT Tit Te $15,821 94 
The receipts exceeded the disbursements by $4,199.90. The 
receipts included $121,767.22 on freight and $16,994.84 on pas- 
senger account. 


Louisville, New Albany & St. Louis. 

The suit of Andrew Lewis, of Princeton, Ind,, for a balance 
of some $400,000 claimed to be due him ona contract for the 
construction of a part of this road, came up in the United 
States Circuit Court recently and was finally dismissed. 


Qovington, Columbus & Black Hills. 

Tracklaying is now in progress on this road and the iron is 
down for 10 miles out from Covington, Neb. The iron for the 
80 miles from Covington to Ponca is all bought, and the com- 
pany expects to have that section done by Sept. 1. The road 

as an exceptional gauge, 8 ft. 6 in. 
Atlantic, Mississippi & Ohio, 

The Baltimore Sun Ly “Tt is stated that the application 
of the Receivers of the Atlantic, Mississippi & Ohio Railroad to 
the United States Circuit Court at Richmond, for the privilege 
of borrowing money with which to Re interest on certain 
bonds and other purposes, has been wi wn. This step was 
deemed expedient because of the opposition of certain parties 
io interest, who considered the terms of the power asked for 
too indefinite. It is not known what measures will be taken to 
relieve the management of the present embarrassment.” 
Raleigh & Gaston. 

Work is in prunees on a branch from Warren depot on this 
road south to Warrenton, N. C.,a distance of about seven 


miles. The grading is more than half donc and the rails have 
been bought. 


Sunbury & Lewistown. 

It is reported that the mea wo owners of this road have ar- 
ranged to lease it to the Pennsylvania Railroad Company, 
which formerly worked it, but abandoned it a year and a half 
ago. 

Atlantic & Great Western. 

Herepath's Journal of July 1 says: 


y' 
* The total bonds actually deposited with the Trustees, up 
to the 2ist June, are: 





an. na b00s cca nashidicaahcebahen db endian s caaeedn $9,856,425 
2a ay Webeeend 6 Oheosenteheshnennes nde stk hearene gence 093,279 
3d S| puede geeneds aueatseen (Abe abesb benses babe eeees 11,607,312 


**In January last the deposits were only about a fourth of the 
above. 

“There does not appears to be any doubt that the recon- 
struction scheme will eventually be successful.” 


Oentral Vermont. 


The St. Albans Messenger gives the following as an outline 
of the plan of reorganization which the managers of this com- 
pany are preparing to submit to the security holders: 

“They propose to form a new company to own the Vermont 
Central and Vermont & Canada roads. They will issue $7,000,- 
000 of 6 per cent. 30 years bonds, secured by first mortgage on 
both roads. They will have $3,000,000 of common stock and 
$1,000,000 of preferred stock. 

“hese securities will be divided and offered to old security 
rye ey follows: Pay S i -_ funded trust debt, 
(i. e. the Vermont anada guaran’ the equipment 
loan and the income and extension re A Sen not in- 
cluding the Stanstead, Shefford & Chambly and Missis- 
quoi bonds) about $3,900,000 of first bonds; to the 





mortgage 
holders of the floa debt, $1,600,000 of the same; to the Ver- 
mont & Canada, $1,500,000 of the same. To the Central Ver- 





mont stockholders, $1,000,000 of preferred stock and $700 
common stock; to the Vermont Central first mortgage tak 
holders, $2,000,000 of common stock; to the second 

$300,000 of the same. The new corporation is to poy all abe 
om ~ eenens not otherwise . led for. 

‘bis, in brief, is the proposition. proposes to 

trust debt in full; to pay 66% per cent. at par of the first ore 
gage bonds without interest, and 20 per cent. of the second 
mortgage. It pro to pay 50 per cent. of the Vermont & 
Ca , Without interest, and as the interest in arrears now 
amounts to upwards of $960,000, it will be seen that unlegs 
treat this interest as a part of the trust debt, (and this is not 
in the programme,) the Vermont & Canada will get but a pit. 
tance of itsworth. It should be borne in mind, too, that the 
offer is not of 80 much money, or of securities which have 5 
market value; it is of stock and bonds which unitedly represent 
a capital higher than the roads would now sell for ($ 1,000, . 
000), and there is a certainty that it would be more than thig, 
under the clause that the new company thall pay all othe; 
debts than those above specified. For instance, the foregoing 
— for the floating debt is $1,600,000; the actual floating 

ebt, exclusive of all interest claims, is certainly in excess of 
$2,000,000.” 
Raleigh & Augusta Air Line. 

Work is now progressing rapidly on the extension of this 
road from Cameron, N. C., to the crossing of the Carolina Cen- 
tral, which will be at Hamlet, seven miles east of Rockingham 
and 78 from Charlotte. The distance from Cameron to Hamlet 
is 41 miles, of which 38 miles are graded. Track is laid for 10 
miles out from Cameron, and the company expects to have 
trains running through to Hamlet in September, 


Ohicago, Pekin & Southwestern. 

Heretofore this company’s trains have entered Pekin, IIL, on 
the track of the Indianapolis, Bloomington & Western. On 
July 16, however, a large force was put at work and a new track 
laid into the city from the junction, and continued to a connec- 
tion with the Peoria & Springfield road. No previous notice 
was given, the company fearing opposition from the Indian- 
apolis, Bloomington estern and from the city. 


Nashville, Chattanooga & St. Louis. 
The report for the year ending June 30 is as follows: 


1875-76, 1874-75. Inc. or Dec. Pe, 
Earnings.......... $1,751,599 87 $1,680,826 19 Inc..$70,773 68 42 





Expenses.......... 1,023,423 54 1,151,954 45 Dec..128,530 91 11.2 
Net earnings....... $728,176 33 $628,871 74 Inc.$199,304 69 37.7 
Interest on bonded 

GRBs en's cccccesec 438,120 00 


Surplus........ $290,056 33 
The earnings this year were $5,122 gross, and $2,129 net per 
mile; the expenses were 58.43 per cent. of the receipts. 
Portland & Ogdensburg —Vermont Division. 
The three compsnies whose roads make up the Vermont 


9 66 | Division, the Lamoille Valley, the Essex County and the Mont- 


pelier & St. peer have all given their consent to the ex- 
ecution of a joint preferred mortgage to supply funds for the 
completion of the road. 1t is not stated whether all the hold- 
ers of the present first mortgage bonds have given their con- 
sent, which would appear to be necessary. It is said that work 
on the road will soon be resumed. 


Connecticut Valle 


The Springfield Cees.) Union says: ‘‘ The managers of the 
Connecticut ye Railroad (Saybrook to Hartford) have at 
last definitely decided to abandon both of its leases—the Con- 
necticut Central (Hartford to the State line) and the Spring- 
field & New London (State line to Springfield). The Connecti- 
cut Central will accordingly begin next week running its own 
line. It owns one engine and a dozen freight cars, and is ne 
gotiating for two more locomotives and six ——— cars, 
already completed, and will increase its freigh —aes 
40 or 50 cars. If it is able to lease the New London road, it 
will run its trains through to Springfield ; if not, it will have to 
stop, of course, at the State line. It has already made arrange- 
ments with the Valley road, so that trains will be run through 
to Saybrook without change of cars, and if the lease of the 
New London road is effected, the public will be accommodated 
precisely the same as now. It must be confessed that the ac- 
tion of the Central road leaves the New London road rather 
out in the cold, even in this hot weather, for it is hardly worth 
while to buy rolling stock for a road only seven miles long ; 
and it is to Senet a lease to the Central folks may be arranged 
on terms advantageous to both sides.” 


The Illinois Tax Oases. 


Springfield (Ill.) dates of July 20 say: -°‘In the United States 
Circuit Court t y Judge Davis decided to dissolve the in- 
junctions heretofore issued against the collection of taxes on the 
capital stock of railroad corporations. The following is a list 
of the companies which have now to pay State and local taxes 
for 1873-4: Peoria, Pekin & Jacksonville, Paris & Decatur, 
8 a & Northwestern, Chicago, Pekin & Southwestern, 
oledo, Wabash & Western, fron Mountain, Chester & Eastern, 
Carbondale & Shawneetown, Cairo & Vincennes, Ohio & Missia- 
sippi, Cairo & St. Louis, St. Louis & Southeastern, St. Louis, 
Vandalia & Terre Haute. In all the above cases the restrain- 
ing orders were set aside and the bills dismissed without 
prejudice. : " 

* Hon. B. W. Hanna, General Solicitor of the Indianapolis 
& St. Louis Company, filed a new bill, presenting the question 
that the Indianapolis & St. Louis Railroad Company is a cor- 

ration of Indiana, operating as a leased line the St. Louis, 
iiton & Térre Haute Railroad. Mr. Hanna founded his bill on 
the principle settled ty the Supreme Court of Illinois im the 
case of Lieb vs. the Western Union a Company, 76 
Illinois Reports. The question was argued at once, and a per- 
petual injunction granted. 

“Tt is not known what further steps will be taken by the 
railroad companies, but their attorneys are still in conference 
here,-and itis probable their line of operations wiil be devel- 
oped in a few days.” 


Green Bay & Minnesota. 

The contractors, C. C. Smith & Co., have begun work on the 
branch which this company is to build from Onalaska, Wis., on 
the Chicago & Northwestern, to La Crosse, some six or seven 
miles. ere aretwo deep cuts and a leng fill, but the work 
is to be done by September. In connection with this bra’ 
the company will use the Chicago & Northwestern track from 
Marshland to Onalaska. 


The Hoosac Tunnel Line. adil 
The Springfield Republican says: ‘‘ Northern 

realizes ts ee-aaienea ambition . the full opening of the 

Hoosac tunnel line from Boston to Troy. The Fitchburg Rail- 

road, the only one connecting at the tunnel, realizes its am- 


bition in assumi actical management of the line under the 
State tolls provide for by the acts of 1875, end unites with 
the Troy & Boston road to open this competing route 1 
the West. Acco: tothe new time-table, three passenger 
trains are to run, y, Sundays excepted, between N 


8 
Adams and Boston, two of them (lea the Hub at 8 and 
por ying, > rege ati — 5 p. ~ at ar, for eg 
an Louis, via a7: notumning, ese through trains 
Adams at 9 a. m. and 4:25 p.m. The third ssenger train is 








a special Peep ae nary train, tn eon 008, a. M., 
allowing seven. and 6 hours bed 
Adams again at 11:17 p.m, The extent of the h freight 
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business attracted by this line, in systematic 0} tion, 
tannot, of course, be anticipated; but there is likely. to be 

enough competition and bidding by the Hoosac Tunnel 
soy & Boston lines for the favor of western and local 
freighters to decidedly advantage the public.” 


ennessee & Pacific. 
Mr. James Price has offered to buy this road and to pay there- 
for 180 bonds of the State of Tennessee; the $40,000 ny» 
ponds now held by the Fourth National Bank of Nashville; e 
$10,000 floating debt of the we ; the $10,600 due the 
Biate of Tennessee on the road and $10,000 in new bonds to 
tach of the counties of Davidson and Wilson for their stock in 
the old company. 

Major Thomas O’Connor has also offered to buy the road. No 
action has been taken on either proposition. 


Chicago, Quincy & Western. 

This company Y, trying to secure subscri t> an amount 

gafficient to complete the grading of the 42 miles of road from 

cy, Ill., eastward to Bear — terminus of the 

Set eld Division of the Ohio & Miss ppi. It is 

to take subscriptions and repay them in transporte after 

the road is completed, subscribers to receive the amount paid 
them, with interest, in passenger fares and freight trans- 

portation over the road. It is believed that the Ohio & Missis- 

sippi on ef will assist in ironing the road, if the gracing is 

completed. 

Waterville & Washington. 

The contracts for this extension of the Central Branch, Union 
Pacific, were awarded as follows: to J. B. Colt, Clin- 
ton County, Me; Dries, valving a +; Pak B. 0. 

shop, Quincy, I1.; rails the Springfie ron ny 
memes eld, il. Work is to be Seame this week and finished 
by Nov. 1. The road will be 21 miles long. 


Indianapolis Belt. 

Mayor Caven, of Indianapolis, proposes to the City Council 
that the city build this road. Ina long message he argues 
that it will be a great benefit and a source of revenue to the 
city. It is to connect all the lines entering Indianapolis by a 
line around and outside of that city. 


Rochester & State Line. 

It is understood that Mr. J. Condit Smith, of Buffalo, has 
given up his contract to complete this road,on account of 
many unforeseen obstacles which have arisen. At the recent 
annual meeting, new officers were chosen who are now negotia- 


B 


ting with some New York parties for the means to complete the 
road, and claim to have fair prospects of success. 


Illinois Oentral. 

The Dlinois Circuit Court has decided that this company’s 
elevator at Cairo trespasses upon the city preverty and must 
removed. The Court also decides that the tracks laid upon 
some of the public streets of the city must be taken up and the 
road confined to its own property. 


Quebec, Montreal, Ottawa & Occidental. 

Under this name is now known the liae to be formed by the 
roads originally known as the North Shore and the Northern 
Colonization. e line is to extend from Quebec along the 
north shore of the St. Lawrence to Montreal, thence to Ottawa 
and beyond, probably to an ultimate connection with the 
Canadian Pacific. The construction of the line has been un- 
dertaken by the Province of Quebec, and the bonds lately 
ofiered in London, upon which the Tymes made its recent at- 
tack, are the bonds of the Province, issued for the purpose of 
completing the line. Some work has been done upon both 
lines, and they had large subscriptions from Quebec, Montreal 
and other municipalities, all of which have been transferred to 
the Province, with the unfinished roads. 


Dallas & Wichita. 


The Dallas (Tex.) Mail of July 4 says: “Itis generally known 
to-day was the time set apart to satisly the judgment against 
the Dallas & Wichita Railway, by sale of the road, its fran- 
chises and effects at United States Marshal’s sale, and of 
course it was generally supposed that the road would pass into 
other hands. The ‘Mail is gratified to announce, however, that 
the sale did not and will not take gions, Dr. J. W. Calder. 
through Capt. W. W. Orr, having yesterday paid the claim and 
satisfied the judgment.” 


Texas & New Orleans. 

The work on this road has been much delayed by heavy 
rains and high water, but is now progressing steadily. There 
still remain about 10 miles of track to be laid to complete the 
line from Beaumont, Tex., to Liberty, but the bridge over the 
Trinity is completed and there is no farther obstacle. From 
the Sabine River at Orange 10 miles of track is laid westward, 
leaving 14 miles yet to be finished. The bridge over the Neches 
River at Beaumont is completed. The company hopes to run 
trains through from Houston to Orange early in September. 


Galveston, Harrisburg & San Antonio. 
Iron has begun to arrive and the work of laying track from 
Kingsbury, Tex., westward towards San Antonio has been be- 


gun. 
Indianapolis, Bloomington & Western. 

The Indianapolis Journal of Joly 22 a “Pp, M. Arthur, 
Grand Chief Engineer of the Brotherh of Locomotive En- 
gineers, yesterday, with a committee appointed by the Indiana- 
polis division to endeavor to reconcile the troubies between the 
oo gpm of the Indianapolis, Bloomintgon & Western road 
and the engineers on the line, spent several hours with the 
Receiver, General Superintendent and Master Mechanic of 
the road, and as a result an adjustment was rvached which is 
satisfactory to both parties. The engineers will t the 
reduction of pay, the managers redu the number of miles 
constituting a trip, so as to be acceptable to them.” 
The Erie & Ohicago Line. 

There is a rumor that this line between New York and Chi- 
cago will be broken - and discontinued shortly. It is said 
that the Baltimore & Ohio, which owns the wes end of the 
line, is not satisfied with the results of its operations. 


The Grand Trank and the Great Western. 

It is stated from London that these companies have agreed 
to refer their differences as to business to competitive points 
to Mr. Lieman, who is a member of Parliament Chairman 
of the Northeastern Railway Compeny as arbitrator. The 

eat Western, however, stipulates that the h tariffs are 
not to be definitely settled until the present war is 


Pacific of Missouri. 
The Receivers have discharged nearly all the passenger con- 
on the road, and it is reported that traces of extensive 
frauds have been discovered. 
furmal notice of sale under foreclosure sets forth that 
the whole property, including the main line and Kirkwood 
Branch and the terminal popee in St. Louis, with all the 
giuipment and a: purtenances, will be sold in St. Louis, Sept. 
Q ery . Thompson, as Master. The sale will 
a ect to all liens prior to the third m e and to 
pA of St. Louis County against the road. e terms are 
,000 in cash at the time of sale and the balance in cash 
ne confirmation of the sale, unless the road should be bought 


be paid in bonds, but it is provided that 60 days shall be allow- 
during which any holder of ig wehghemek > bonds may join 
wi ~~ ag wag oid and beg ns pening to do so n 
equal terms, for the o a new corporation 
to hold and manage fhe road. es 
St. Louis, Lawrence & Western. 
A Lawrence (Kan.) dispatch of July 20 says: “ A difficult 
about taxes has existed for some time between this road an 
Jobnson County. Upon two occasions, recently, the sheriff of 
Johnson County at Olathe has torn up the track and ented 
the posege of trains. His last ven of this occurred 
on Wednesday. The railroad company at once ‘ht suit in 
the United States Circuit Court and got out a writ of replevin. 
The writ was served yesterday (Thursday) —- b uty 
United States Marshal Campbell of this city, and by Mev ime 
yesterday afternoon the track was all in order.” 


Central Pacific. 

Vice-President Huntington has addressed another letter to 
the Portland (Oregon) Board of Trade with regard to the pro- 
posed Oregon connection with his road. He explains some 
nts in his previous letter on the terms w which the Cen- 
1 Pacific would be willing to build the line, and expresses 
the opinion that a — conference would be desirable. 
On receipt of the letter the Portland Board of Trade passed 
resolutions requesting the Governor of Oregon to appoint a 
committee to meet the Portland committee and proceed to San 
Francisco to consult with the Central Pacific directors as to the 
terms upon which the road can be secured. 

Gilman, Olinton & Springfield. 

In the United States Circuit Court in Springfield, Il., July 
17, Mr. E. M. Prince, Master, presented his report upon the ex- 
ceptions taken to the accounts of Mr. F. E. Hinckley as Re- 
ceiver. He reports against the allowance of $23,916 claimed 
by Mr. Hinckley as compensation and commissions and recom- 
mends that he be allowed $10,000 in full for compensation, 
from which should be deducted interest on money used by him. 
The account as made up by the Master is as follows : 





Voucher disallowed ........ eeececes socvceeoses ° $5°0 00 
Interest on monthly balance .......... - 4360 
Retained by Receiver as commission... 23,916 15 





DOU cov ccccceccncossegecsocccccocncccoocccececooese $28,776 25 
Credit by compensation allowed... .......sssseecseeseeees 10,000 00 


Amount due from Receiver. ........ccessececeecceees $18,776 25 

The report has yet to be confirmed by the Court. 
Philadelphia & Reading. 
It is announced that this company has decided to build a 
grain elevator on its property on the Delaware River in Phila- 
delphia to accommodate the western business coming over the 
new Erie & Lehigh Valley Line. This business comes to the 
Reading road over the new extension of the Perkiomen Branch, 
which strikes the Lehigh Valley near Allentown. 


Memphis & Little Rock. 

The Receiver is applying the net earnings to the improve- 
mentof the road. As fast as possible the track is being laid 
with new iron rails, with fish joints, and the condition of the 
road-bed is already much better than it has ever been before. 


Hearne, Belton & Western. 

It is now said that the Houston & Texas Central Company 
has offered to build this road from Hearne, Tex., to Belton 
524% miles, and to begin w rk at once, provided certain } 
aidis given. It is thought that this action is taken to prevent 
san Deneenennenet & Great Northern from securing the road asa 

er, 


Oarroll & Northwestern. 
It is said that the Iowa Railroad Land Company intends 


soon to begin the construction of a road from the Chicago & 
Northwestern at Carroll, Ia., west by north to Correctionville 


the original contract for the construction of the road, has been 


no partnership between the parties had been prov 
Toledo, Wabash & Western. 


closure and sale of the road set aside on the grounds of fraud 
and irregularity. 


the Centra] Railroad of New Jersey was to be General Manager 
of the road is denied. Mr. Ricker has recently made an ex- 
amination of the property for the purchasing bondholders. 


Oumberland. 


Lenaconing, Md., to the Baltimore & Ohio near Camberla 
to serve the coal mines of the Cumberland Region, now de- 


tion. It is estimated that the road could be built for $7 


the road and take the greater part of their pay in its securities. 
Worcester & Somerset. 


order permitting this company to build the extension required 
to carry its trains from the present terminus to the Union 
Depot in St. Louis. It is to be an elevated road, 


several sidings to accommodate the freight business of the 10ad 
and of an inclined plane on the levee near the present freight 
yards in St. Louis. 


Goldeu, Georgetown & Ocntral. 

A company by this name has been organized in Colorado to 
build a narrow-gauge road from Floyd Hill, the terminus of a 
branch of the Colorado Central, up Clear Creek to Idaho and 
Georgetown, with the intention of —".> hereafter 
peveian, Dortmund Pass into the Middle Park, ere is also to 
be a nch to Central City. A preliminary survey has been 
made and a small force put at work on the g. _The in- 

tors are all members of the present of directors 
of the Colorado Central Company. 


Long Island. 
In the suit brought in the New York Supreme Court by F. B. 





sccount of the bondholders. In that case the balance may 


Wallace and John H. Ketchum to restrain Ci coy ae 
completing the leases of the Flushing, North Shore & Cen- 


settled, the court dismissing the complaint on the ta that part 


Areport that Mr, R. E. Ricker, General Superintendent of 


The project is revived of building a narrow-gauge road from | Bom 4s ($2,032 per mile). . 


pendent upon the Cumberland & Piedmont road for ert 
and it is said that responsible contractors have offered to build 


It is said that this road is t) be extended this year from its 
resent terminus at Newtown, Md., southeast about 14 miles ae prt 


tral and the Southern roads, a ges anrnry Ae junction has been 
ted, but so far modified as to permit the lessee to work the 
eased roads and to make the necessary payments for working 
expenses. The plaintiffs claim that they own a large interest 
in the Long Island stock and that the leases will depreciate the 
value thereof ; they are unable to do anything, as the Poppen- 
husens own a controlling interest in all three companies. 
The rental to be paid for the Flushing, North Shore & Cen- 
tral 1s said to be 250 for the first year, to increase - 
ually to $351,050 in the sixth year, at which nt it is to re- 
main. For the Southern, the rental is $173,250 for the first 
year, increasing gradually to $233,450 for the sixth year and 
hereafter. Both leases are for 99 years. 


Pennsylvania. 
Sealed proposals will be received at the office of Mr. Wm. H. 
Brown, aa are of Maintenance of Way, No. 233 South Fourth 
street, Philadelphia, until 9 a. m. of July 29 for all the —_ 
uation and wre { required to complete the change of line 
on sections 2,3 and 4, extending from Eagle Station to Paoli 
Grove, about three miles. ls will be received for each 
section separately. Plans and specifications can be seen and 
blank forms obtained at the office. 


Chicago, Olinton & Western. 
It is proposed to have this road completed to Iowa City by 
the Receiver, and the Court has been asked to authorize the 
issue of certificates to the amount necessary to buy and lay the 
iron. It is said that most of the creditors will consent to the 
issue. 


Eastern. 

Notice is on that the mortgage pes for by the agree- 
ment with the creditors and legal by the act of the Massa- 
chusetts Legislature has been duly executed and recorded. 
All creditors of the corporation are notified to present their 
claims to the company or to the trustees at their office, No. 50 
Devonshire street, Boston, 


East River Bridge. 


The tower and anchorage on the New York side being com- 


> te the work of placing the steel cables which are to carry 


he bridge will be begun at once. The first. work will be to 
swing two %in. ropes on which will be placed a wooden foot- 
bridge on which the workmen can cross and can use in placing 
the other ropes. The Brook 


lyn tower and anchorage were 
completed some time ago. 








ANNUAL REPORTS. 
Atchison & Nebraska. 


This company’s road extends from Atchison, Kan., north- 
west to Lincoln, Neb., 149 miles. 

The equipment consists of 10 engines; 6 passenger and 3 bag- 
gage and mail cars; 256 freight cars. 

he capital account was as follows at the close of the fiscal 
year, Dec. 31, 1875: 
Bonds ($25,168 per mile) 
Unpaid coupons ..........+. 
Sundry accounts 





wee R PEEPS SOTOOOSCOOCOCOOeCOOOOOOOOOOOOOT OOO. 


Total ($30,827 por mile).........ccecesseescdsveseccees $4,593,210 
The work done during the year was as follows: 

1875. 1874. Decrease, P.c. 

Train mileage..........-s0+06+ 231,763 292,263 60,500 20.7 

Passenger mileage ............ 1,058,494 1,656,913 698,419 36.1 

Tonnage mileage...........++. 7,627,033 10,445,014 2,817,981 27.0 

The earnings for the year were as follows : 

1875. 1874. Inc. or Dec, P. c, 

$180,942 $244,805 Dec. $63,863 26,1 

46,211 72,168 Dec. 25,957 36.0 

43,802 96,231 Inc, 7,571 20.9 





$270,955 204 Dec. $82,249 23.3 
359 











$353, 
in Woodbury County, a distance of about 60 miles. The object ae .. Sas. Oe he 
would be to bring into market the lands along the line. $272 $82,880 Dec. $82,608 99.6 
P 1,823 2,376 Dee. 553 e 
Eastern Oounties. 2 $07 Dec, 665 OB 
A new survey is being made of this p line from the 99.88 76.53 Inc, 23.85 30.5 
Straits of Canso to a connection with the Pictou Branch of the| Theincome account was as follows : 
Intercolonian. ‘The engineers report that they have found @ | wot carnings...........00scseceeecereceseeveceeseeeseeeennes 272 
much better line than the one formerly run. County bond coupons paid.......... ccssccscccseeseeesse ces 22,580 
Oentral Branch, Union Pacific. Total oe $29,852 
The suit which has for some time bese pending in the New | Construction,............cssssssceecsecsecesessceceees $2,005 
York Supreme Court, in which Mr. 8. L. Treadwell sought to | Reduction of floating debt.........ss.seecececeeeeeeees 20,787 
recover from 8. C. Pomeroy and others a share in the profits of -——— 22,852 


The great reduction in earnings was due mainly to the 
ial destruction of the crops along the line by grasshoppers. 
8 is shown in a marked way by the decrease in shipments 
of grain, which was 37.5 per ceut., although the area planted 


A bill has been filed by counsel for the stockholders in the | ¥®* larger than in 1874. : 
Illinois Circuit Court at Danville, asking to have the fore-| Detroit, Lansing & Lake Mickigaa. 
e 


This company owns a line from Detroit, Mich., west by north 
to Howard, 164 miles, with branches from Kiddville to Belden, 
. and from lonia to Stanton, 23 miles, making 189 miles 
n all. 

The capital account at the close of the fiscal year, Dec. 31, 
1875, was as follows: 









Stock ($8,802 per mile).........sscecseececeeeeecereeeseesees $1,680,600 

.» 6,054,000 

nd, Unpaid coupons........... 572,040 
‘Bills and accounts payable. 268,771 
Total ($45,373 per mile)... 0.6. -ceeccccsececeeecveceees $8,575,411 


The earnings for the year were as follows : 
Inc. or Dec, P.c. 
Dec.. $6,800 ‘ 
Dec.. 4,501 1 
Inc... 3,308 12. 











Total. ..ccccccccces $739,704 $807,697 Dec.. $67,993 8.4 

the sea shore at Nashville. This line, which was surveyed 4 
Inst, fall. ix to be the beginning. of oad ne eee Sone, nw, See 
peninsula to Cherrystone, Va. Net earnings ........... $210,896 $316,200 Dec..$105,394 33,3 
St. Louis, Iron Mountain & Southern. aes tee y+ or — ir 
The County Court of St. Louis County has finally passed the | Per cent. of expenses... 71.49 60.84 Inc... 1065 175 


The sum of $13,335 was expended from net earnings for con- 


crossing all the struction and Suess leaving an available re ee 
streets on bridges. The order also permits the construction of 6007 061. Tho F AP acd cage FA ype Pipe 


crease from those of the nye year of $67,993.27, a result of 
low rates forced upon it by competition—the volume of busi- 
ness being about the same as last year. The charges to con- 
struction account have been mainly for new machinery in the 
shops of the company, fire-proof vault at Ionia, general offices 
at Detroit, and new water station. The road, including the 
track and the wares, has been kept in good condition, and, 
on the whole, improved during the year. 

“The net earnings during the past two years have been in- 
rufficient to provide for the half-coupon interest proposed in 
the negey 4 plan dated Dec. 15, 1873, and at the same time do 
justice to the property in the interest of its bondholders. At 
the close of the Tost financial year this deficit, with interest, 
amounted to about $75,000, represented by withheld coupons. 
The greater portion of this amount has since been paid, but as 
the spring receipts of the road are a light, no available 
funds are left applicable at present (April) to payment of cou- 

interest due April 1, 1876. A notice has been sent to bond- 
Cohders to that effect, As may be seen from former reports, 
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basing the net receipts of this year upon the depressed state of 
trade existing during the past two years, a fair proportion of 
the interest of the first-mortgage bonds should be earned (ap- 
plicable to dividends to the bondholders) during the year.” 


Oamden & Atlantic, 

Atla the Ci ee oe th May ; ene rf 
nD eases e 8 ny 
from Wishes 


road, 

City south to May’s Landing,7 miles. It 

ane = a ferry across the Delaware from Camden to Phila- 
e 


e equipment consists of 12 engines ; 8 first, 19 second and 
25 third-class passenger, 2 mail, 2 smoking and 4 baggage cars ; 
47 box, 68 flat, 3 timber truck and 13 four-wheel lime cars ; | 
wrecking A Six flat os built during the yaa one new 
engine three new e cars begun wo baggage 
cars sitorell to freight or howe cars, The company owns 
four horse-cars and 16 mules, used on the track in Atlantic 


City. 
the property is represented as follows : 








COMMON SEOOK. 0662 scccvecccccccccccvccresvccscevcccres 
Preferred Bt0ck....cccccccos: scccccccccccvccccess pee 
Preferred stock scrip..... buatocehsoeed oe 
Total stock ($20,263 per mile) ...........+.-ee0+ oe eeee+ $1,215,752 
Bonds ($16, Deiccenevecccsscnves ° 990,251 
Bonds and m on real estate.......+.+6.++- oerece 900 
Current QCCOUNE ....6ccereeceesereere psdoccnecee oeecoe 50,267 93 
Balance of profit and 1088.......-.escsececceeeeeeeeeseee 209,833 70 
Total ($42,533 per mile).........6.+-++00+% codes cesbees $2,552,004 68 


The work done, so far as reported, was as follows, for the 
year ending Dec. $1: 


1875. 1874. Increase. P.c. 

rain nee seccee oe 143 219,175 15,968 1.3 

Tons freigh + 118,781 112,714 1,017 0.9 
Tonnage mileage. se .. “scene 





Passengers carried ..- 502,600 «498,997 3,603 0.7 
The cost of engine service was 20.91 cents per mile run. 
The earnings of the road were as follows: 





1875. 1874. Inc, or Dec, P.c. 

zoasengere eceeeees $916,407 12 $314,062 51 Inc.. $2,344 61 0.7 

Freight........-.-- 181,799 58 136,419 58 Dec,. 4,62000 34 

Express and mails. 41,104 64 27,486 52 Inc.. 13,668 12 49.9 

* May’sLand’g Br’ch 4,218 92 $,601 18 Inc.. 617 74 17.2 
Atlantic City horse- 

COTB. ose eeeseecens 7,286 35 ecccccces Inc.. 17,20635 ... 
Rents, t0......++++ 4,959 77 2,922 50 Inc.. 2,087 27 70.1 
FOrry..ccccsccceces 42,716 12 45,444 561 Dec.. 2,728 39 6.0 

Total..... seees $548 492 50 $529,886 80 Inc.. $18,605 70 3.5 
Working expenses.. $281,246 65 $238,904 87 Inc.. $42,341 78 17.7 
May's Land’g Br’ch = 7,560 97 7,419 98 Inc.. 14104 1.9 
Horse-car line >.... 2,843 34 Hobeveecs Inc.. 2,643 34 ... 
Ferry....-+ss+0-++. 49,199 61 1,814 91 Inc.. 17,384 60 17.7 





Total expenses, $340,850 47 
Net earnings ...... $207,642 03 


r 
eee $8,186 


$288,139 71 Inc.. $62,710 76 18.8 
$241,747 09 Dec.. $34,105 06 14.1 





$7,909 Inc.. $277 «3.5 

Net earni 
~ rasan Reto 3,009 8,608 Dec.. 609 18.3 
Per ct. of expenses. 62,14 54.38 Inc.. 1.146 148 


The Main Line earned $8,288 gross and $3,550 net per mile. 
The income account for the year is as follows: 





Net earn: PTE TTT TTT oe pececesceceeses oeponee $207,642 03 
Interest gold MR aisbaccedepscceecons $80,725 40 
Sundry ACCOUDEB.,..-ceceeeeeee « oeeecceccoces 6,859 2 
Dividends, 7 per CONt.......seeeeeeeeesereeees 85,088 
— —--—s 172,673 17 
Surplus for the year......... $34,968 86 
Add increase of floa' debt.. ecove 27,169 01 
Express team sold..... eecccccvccecececes oocccccccccvcece 67 
Total. ...ccccccvcccvcccccvvcvcvccses eocevccves pevcccce $62,205 37 
Construction, equipment and horse cars,...... $36,784 97 
Real estate.......eseseeeress eebrocccveces sees 6,281 93 
Subscription to Centennial stock..... Crevevcee 5,200 00 
Preferred stock scrip paid...........sceeeeeeee 117 18 
——— a 48,384 08 
Balance, increase of floating assets.............. +++. $15,821 20 


the year 1,106 tons new and 207 tons re-rolled iron 
were laid, 885 tons old rails repaired and relaidand 20,320 
new ties put in the A new steel crossing was put in at 
the Pennsylvania crossing in Camden. The track between 
Absecom and Atlantic City was raised and the road kept in 
ood condition. There were built 3,535 feet new sidings. But 
2 miles of the old fj rail now remain; 200 tons of steel rails 
have been laid since the close of the year. A new ferry house 
and office were built in a : 
The horse cars in Atlantic City have been profitable; it is 
recommended that a separate track be built for them, as trains 
now interfere with their runuing. 
An unusual traffic is expected in the current year, and this 
anticipation has thus far been fully realized. 





The Endurance of Iron Rails. 


[A pepe read before the American Institute of Mining Engineers 
by W. E. ©. Coxx, Superentendent of the Philadelphia & Reading 
Railroad's Rail Mill, at Reading, Pa.) 


In 1857 the Philadelphia & Reading Railroad Company, Read- 
ing, made a contract with the Fairmount Rolling Mill for the re- 
rolling of some 4,000 tons of iron rails. The essential features 
of the agreement were that the old rails should be piled with 
puddled iron and rolled into flats for the rail pile, which latter 
was to be of a section seven inches square, and, after being 
heated and reduced by rolling to a bloom of a section about 
five inches by six, was to be reheated before being finished in 
the rail ot the T-pattern. Great care was exercised in the exe- 
cution of this contract, and the rails, being distributed over all 
parts of the road, gave general satisfaction by their excellent 
wear, Five years a ard the principal proprietor and mana- 
er of the Fairmount Rolling Mill was elected President of the 
Codie Railroad, and many of the rails made under his super- 
vision were still in use in the tracks of the ee His first 
efforts were directed to uring more raiis of the same 
character. Makers r to bid because of the details of the 
specification, mainly because of the price offered not paying 
for the labor and coal consumed in the changes made necessary 
by the departure from the established methods of working. 
ost of the new rails were, therefore, bought, and the old rails 
amy | without regard to any particulars as to the manner of 
iling, heating, etc., each manufacturer furnishing what he 
eemed the best article possible for the money. 
The result was so unsatisfactory that the company deter- 
mined in the latter part of 1866 to erect a rolling mill, and 








manufacture for lves. As Bessemer steel rails were just 
beginning to be ineuce ted their future was considered and the 
mill planned to work steel should it be necessary. Ground was 
broken at Readin in the spring of 1867, and the first rail 
turned ou 


it 1968. 

It was the intention from the inception to make a rail of the 
vers Sant quality, and, while it was not believed they could be 
for any less cost than the market price of an y rail, 

the profit or gain was in the enhanced endurance of the 
duct. The result has fully justified the wisdom of the policy, 
and the expenditure for the plant has been more than returned 
to them directly by the dollars saved in being their own manu- 








45 | carried hot to a reheatin 
00 | tory to the final rolling, 


—— | dled iron with the old rails a the dryness inherent gen- 


which is of paramount importance; in the longevity of the rai 
requiring less frequent renewals of the tracks, and of course, in 
pro my era for repairs. The nature of the trade being espe- 
cially destructive to the permanent way. 

The mill consists of 12 puddling furnaces with a yearly ca- 
pe of 6,500 tons puddled bars ; 8 heating furnaces and 2 re- 

eating furnaces capable of furnishing, in the manner herein- 
after mentioned, 20, enn tons finished rails annually. It 
is more especially a rerolling mill. The method adopted for 
making the rails was to work about two-thirds old rails with 
one-third new or puddled iron, Three pieces of old rails are 
Syme on two layers of puddled iron, and heated and rolled into 

inches and 4% inches by 1 inch flate. These form the body 
of the pile, being piled so as to break joints. The head piece 
is rolled from a 9 inch square pile of these same flats, heated 
and rolled into a slab 9 inches wide by 2 inches thick, forming 
about 22 per cent, of the whole pile. The rail pile thus made 
up to a section 9 inches square is rolled in three-high 23 inch 
rolls, until reduced in six passes to a bloom 7 inches wide on 
the base, 5 inches high and 5 inches wide on the top. The 
bloom would somewhat naturally assume this shape in course 
of reduction, but it was more particularly given to distinguish 
the head part of the bloom from the flange, The bloom is then 
furnace and wash heated, prepara- 
the finished rail, which is done on a 
two-high 23-inch train in six passes; a total of 12 passes from 
the 9 inches pile to the rail 44% inches high. The use of the pud- 


erally in reworked iron, and insures, with the wash heating, 
better welds. The bloom is kept in the oe furnace 
sufficient time, say 15 minutes, to bring it up to a g welding 
heat. The bloom going quite hot to the finishing rolls is very 
completely welded in the first three passes, and as the rolling 
is done in one direction only, the rolls being two-high, it is 
believed the cinder is nearly all expelled instead of being re- 
tained to some extent, by being chased backward and forward, 
as would likely be done by rolling in both directions on three- 
high. After the bloom is thoroughly cemented, the cinder be- 
ing no longer essential, it is well not to retain it in the rail. 
It is very evident in the rolling on the two-high train that the 
rail comes from the last or finishing pass colder than it would 
if rolled on the three-high rolls, from the fact of more time be- 
ing required for the rolling, in carrying over the rolls instead 
of passing through a groove, and thus considerable heat is lost. 
The colder the rail is rolled in the last few passes the denser 
and harder will be the meta]. In this way an extremely sound 
rail is obtained, with a good welding surface. 

All the rails are stamped with date of laying, and as the rails 
are not sold, but retained for rerolling, it is easily ascertained 
what the life has been. 

The reports of the President of the railroad, made from year 
to year, since 1868, shows the life of these rails. Out of 9,000 
tons of rails made and laid in 1868, the first year only 4,500 tons, 
or 50 per cent., had been returned at the end of 1875. Of those 
made and laid in 1869, 17,000 tons, 4,000 tons or 24 per cent. have 
been returned, In 1870, 17,500 tons were made, 8,000 tons, or 
17 per cent., were worn out, leaving 83 per cent. in use after 
six years, having carried some 50,000, oss tons, inclusive 
of «eight of engines and cars. It should be stated that at the 
expiration of the year oy named, the weight of the rail was in- 
creased from 64 to 68 Ibs. per yard, The product of 1871 was 
19,000 tons, 92 per cent., bang still in a good condition, and of 
the product of 20,000 tons of 1872, onl & per cent. has been 
worn out under a tonnage of 35,000,000 tons. These tests 
would seem to show the uniform excellence and durability of 
the rails turned out by the process described. 

Late in 1869 it wax decided to make some particular tests of 
rails manufactured in the usual way, with the exception of 
leaving the old rails out of the head ae pe and in substituting 
some special brands of pig iron, worked alone for this purpose. 
In January, 1870, these were placed where they would be re- 
quired to carry most of the immense tonnage from the coal re- 
gions, and the wear could be carefully noted. 


. | 
facturer instead of purchasing from outsiders, and indirectly, 








In making these rails a pile was made from muck 
dled against soapstone, compressed in the rotary conta 
rolled into flats 4% and 3% by % inches and piled, breaking 
joints, 8 inches wide by 6 inches high. This is rolled into 
4% and 3 X linches, and formed into a pile of a section 
inches square. Some of these piles were rolled flat or hosi. 
zontally, and others on edge or vertically, into head Pieces 
tops, 9 inches wide by 2 inches thick. The body of the rail 
piece is made up ot 4% and 3 X 1 inch flats, rolled from mio 
of three pieces of old rails and four prises puddled iron, e 
rail pile, thus made up of a section 9 inches square, is rolled 
into a bloom 7 inches square at base, 4 inches on and6 
inches high, with the head at the top, and charged ps ey 
heating furnace, and was heated before final rolling in the 
two-high rolls to the rail section. The rolling of some of the 
piles for the heads, on edge, so as to bring the welds verticas 
instead of horizontal in the finished rail, was for the purpo.e 
of comparing the two methods. In the horizontal piling most 
oi the failures arise from lamination. The best results followed 
from the edge rolling. The welds, although vertical in. the 
heads of the finished rails, are in practice rolled horizontal, 
from the manner of the rail going through the last three 
passes on its side, the vertical pressure more thoroughly weld- 
the head. Twelve varieties of pig were selected for trial— 
9 from the Schuylkill Valley, 2 from the Lehigh and 1 trom the 
Susquehanna. 

Pieces were taken from the different kinds after bei pud- 
died, and once reworked and tested for tensile strength, the 
maximum being 60,000 lbs. and the mimimum 45,900 Ibs. to the 
inch. They were divided into three classes, the neutral irons 
with a tendency to cold-shortness, gave an average of 63, 
Ibs., the red-short 60,700, and the cold short 52,500 Ibs. Thege 
were again arranged in two lots, those with heads rolled flat 
and those with heads rolled vertical, and the tonnage, includ- 
ing weights of engines and cars actually carried by each kind 
before it was worn out, was as follows: 


Rails with Rails with 

heads rolled heads rolled 
flat. vertical, 
Total WVOTRBC. coe cccsecccccccccccseccoes 25,324,348 30,040,670 
Red-short average..........ccccessseses 26,959,808 22,819,300 
ONIN: c0b:b00000e0000e%00 cde0% 22,412,593 28,789,361 
Cold-short average........-.eeeeeeeeees 26,645,538 83,472,600 


From this we gather that the cold-short irons rolled on edge 
show on an average the most endurance. The parcel of rails 
doing the best was removed after six years of service, during 
which time 55,000,000 tons passed over them. 

The hard, fine-grained, cold-short irons are more durable 
than the softer and stronger fibrous irons of a red-short nature, 
The cold-short irons appear to give the best welds, snd the 
stronger they are the better. The iron in the heads of the rails 
bearing the maximum tonnage was from a blast furnace in the 
baer Reading, and was smelted from a mixture of 60 per 
cent. st Pennsylvania hematites, 25 per cent. Tilly Foster, 
and 15 per cent. East Run magnetic ores. 

The analysis of this head iron gave : 


PRORPOTER 600: co nbececsecdd bbvdse cevbddebeecncddscsectscends 422 
chen s9ndeoes codoenegee 860 tsa vnccetueee ter éornees evesecocle 392 
PES nnt-+daomd dopndied oboee tbenedsncesepeerepecebioossede. 68 032 
Manganese........ ROLES Ho ecenwsconetetesaeteinaeGheccecbeeges 164 
SUE nhs. 0205s 30 ident poses evsee.gs cnctop Sgenscedens ecenetes On 
anes wassapevedes 6600s codenresechs seed dosqchs csewadesseces 98.963 

100,000 


In the same track with these experimental rails were laid 
some rails with the heads formed of a solid hammered bloom, 
These gave a tonnage of 28,000,000 tons; as the iron was too 
soft from the lack of sufficicht rolling they mashed out in spots 
under the heavy traffic. Puddled steel headed rails have done 
much better. 

While admitting the vast superiority of steel for rails re- 
quired to stand a very heavy traffic, iron, if carefu'ly selected 
and properly manufactured, has capacity for which it seldom 
gets credit. 


LOCOMOTIVE RETURNS, APRIL, 1876. 
Master Mechanics of all American railroads are invited to send us their monthly reports for this table. 








































































































































Z Z| Mileage. ||No. Miles run to}| e| P| Cost per Mile in Cents for || Av.c’st ot 
$6 Fé! | em | Se B | |————— 
Re lte) 2 lad 2) 2-2] cledll £1 2) Fl Riedl gisele 
ales) 6 6 BS || 6 a| ys! Be| Bi] 2] 3 # B B || gF 2 
; ore : cr 3 | e|loj|ellsA g S|: ® Pe) lie 
>A jeel : -3i| &| &| &]| Bol s 5 | Fl 98): || Beg 
NAME oF Roap. 2 a) oe : 2! 4| e 12s Fall! } 3 5 | ed] ~3| 3 
1: B lee 1: 8 | Fl 8 - He fH } . 7 Sp) ot at 
Pe lP 8l Hs ee ie-ti |: | & | Pe! : B| 
altel : EehelElEWiSeee Et iy et ETEB Wa 
Ce a Te, | ; ol: | ; my : : & : Al 
| | | $ 
Allegheny Valley (River Division)*......| 189) 40||  90,426/2 261//37.50|..... 21,20) |16.70|u.732|| 3 25) 3.60) 0.73 bbe TAL\I4.BY\). 0 0)eoee 
* fa Sd Grade Division)*.| 120) 17|| _34,644/2,082||99 20)... 19,00] |19.90|0.761|| 9.48] 4 48] 0.78]..... 6.99] 21.78||..++-| ore 
Atlantic & Great West’n (lst & 24 Div.)..| 228 82|| 181,918) 2,232) |43,51)..... 17.90) 4,29) 6.08) 0.54) 0,77) 6.31/16,99)| 21)3.21 
oe « (Third & Fourth Div.).| 197) 48 108,604 2,158) | 43,61)... ..| 20.39) | 4.13) 5 +8) 0.47| 0 87) 6 00/16 55)| 9.01/3,21 
> ** (Mahoning Division)... 83) 55 91,67! |1,667|/43,51).... |19 51||.. || 2,82) 5,08] » .42/ 0.61) 6 1615.09 ania 
Cairo & Vincennes........0+seseeee eee 157| ll 23,868)2,)70)|44 00)..... 16.70) |. 5.16) 3.75) 0.36).....| 6.15)15 42)| 1.56)... 
Camden & Atlantic ...........eeesseeees 67| 18 17 662/1,949||56.99|..... 86 00}|.. | 8.75) 0, 5.79\22.05| 5.90)... 
Cleve., Col., Cin. & Ind.(Col’bus Div.)... 138) 57 147,668) 2,591) |46 25'5% 80/34.54||.....|..-0. 9.76) 4.31! 0.62 «| 7 40)14.99)| 1,75)3,50 
“s a «* (Indianapolis Div.).. 207; 63 178. 410/2,832/|48.28 52,08|98 | REED Oe 4,63) 4.44) 0.53)..... 7.37\17.01|| 1 75.380 
“ “  — (Cincinnati Div.).| 180] 30|| 77,7 8/2,692||36,12|.... |26.20]|.... |... 3.64) 5 27| 0.64|.... | 7-26).4.71|| 1. 15)3.50 
Cleveland & Pittaburgh*..........s0000+ 199| 72|| 137.770/1,913/|48 77)..... 22.00! |15.70|1.044)| 2°91] 3 95) 057] 2.47) 713/16 93)| 1.95)1,65 
Cleveland & Mahoning Valiey....... | 41 6 16 170) 2,695) |38.59'.....| 9 456//..... beter: 64) 5 09) 0.45) 1.06) 6 42 16.65} | 1,82) 2,00 
Del., Lacka, & West. (Bloomsburg Div.) 80] 25|| 66,8802 2 3)|..... heed 28.25||..... Jees» || 6.00]..... | 68}... ..| 5.99]12.48))..+0-| s+ 
Erie & Pittaburgh*.........ccecseseeees 98 38) 48.373)1,728) |39.38)..... 117.16||15 10\1 269)) 4 32) 4.52) 0 86| 3.20] 7.11/20 || 1 90}1,90 
Hannibal & St. Joseph,..........eeee00s 296| 54|| 129 517/2: 99) 98.40|.... |z4 20||.....|-.0. 6.00| 41" 0.40)... 6.80|16,.30|| 1 50\2.00 
Jeffersonville, Madison & Indianapolis*| 226 44} 84,518) 1,92 |/48,94 25.68) 15.73| | '6.35/1.120)| 3 59] 6 40| 0.54) 2,79) 7.45|19 7b|| 7 60)2.09 
Kansas Pacitic, Main Linet.............- 673) 85) 152,803|1,794 (BB. 1s).... 112 G4i|.... one te 5,63] 9,25) 0.41|.... | 7 32} 22.65 $1018 4 
oe including all branchest) 915) 94|| 172,460) 1 835|/32.22).... |12,94|'.... |.... 5 25) 9.40) 0.47)..... 7 47\2..65)| 9.08)3,51 
Kansas City, St. Jo, & Council ee.| 334) 26 63.946)2, 569) |48.30|..... 23.40)|/17.90|.....]] 750] 6 70) OB |.... 2\2 || 3,00)3 50 
Lake Shore & Mick. So. (Buff. Div.)§...|......| 90 157.149] 1,746| 36 24 40.60)... a4 --|| 4.81/11.24] 0,68/.... | 6.38) 23 On|) 4.00/6 69 
“ “ (Erie Div.) §.|...... 113|| 210 454| 1,869}/45.14 39 67|.....| | 49 | 7.6.| 0.38|.....| 5.94|18.83|| 9.25)5.63 
“ «“ — (Toledo Div.)§.|......| 83||  158,623/1,9 9}/39.41|44.84) . | 3.63] 8.84) 0.47]..... 6,08) 19.1'2)| 3.46/88 
# ** (Mich, So. Div.).. |......| 208|| 398,964) 1 908/|35.65/4.),08|.... .-|| 8 8>/11.52| 0.42)..... 6 38/22,18|| 4 26)4.63 
Leavenworth, Lawrence & Gelveston...| 204) 18|| —23,137|1 25||49.90|..... '36 “I 6.9 7.00! 0.28|..... 5.70|19.88)| 9.38)2.59 
Little Rock & Fort Smith...........+... | ce adiialiensed Oh ce aalh coal omits pated eres eae Fs GLGsl as bhe| cbc sehda's 6 bead losvoelletouaives 
Marquette, Houghton & Outonagon,....) 88 18)| 10,400] 57||48.56|..... \17. |"2'63113.36) | date 
Missouri, Kansas & Texart............. 7186 68) 168 750|2 482||34.40).....\14.30 | 4.58) 6.48) 2.18) ...- 
New Yors & Oswego Miuland........... 275| 25||  98,011| 1 620)|31 90)... 15.t 4 4014.90 4.65| «+++ 
Northern Ceutral (Elmira & Canan. Div.)| 147).---||  .. 0 eeeeleoees evvelccce-lecerelleccer|secerl|ecceslecee-looseelocecs|eovee|seece||ovees ves 
Pennsylvania (New York Division)......; 12] 127|| 269,452/2.122//96.19)..... 10.99) | }|10,20\14.90) 1, || 4,98)6.64 
“ (Amboy Division)........| 154) 43} 74 2110/1, 726) |57.98).....|16.18| 6.40| 8.70! 0. | 4.986 66 
“ (Belvidere Division). ..... 103 30) 75,63|2 16 ||/37,90).... |L1. .30)13.20) 1. | 4.99 
“ (Philadelphia Division)...| 19%] 190) 478,559|2,519|/30,48) 7 | 6.50) 0, '! 1 67;8.02 
“ (Middle Division).........| 182] 116|| — 289,397|2.495| |3.84| ! .90| 5.40) 6.70),. 20,0: || 1.57|8-92 
“ (Pittsb’gh Div., East Eud)|......| 71\|  128,902|1 816||22.46 .55 | -30| 7.30) 1.10). 6.70|| 1.57/8.92 
“ (Pittsb’gh Div.,West End)|...... 120| 268 01/2 233)|94.47)..... |14.58] \40.70| 4.80| 0.70). .20|| 1.57/8.93 
«“ (Tyrone Division)........ \""107| 40||  65.722|1,643||24 00)... -.|a1-19'|....|..... || 5.90| 6.90) 0.60). 3.40|| 1,67/8.92 
“ (West Pennsylvania Div.)| 104) 21|| 41. 64) 1.969) 41.56).....|8 .23/|...../..44. || § 40| 4.20) 0 40|..06 | 00} | 1.67\8:94 
“ (Lewistown Division)..... | 1%} 2! | 4.657| 2,329) |40.33) .. | eee fee || ¥.90) 4.20) 0.70!.... 4) 1.87/3.92 
“ (Bedford Division).......; 57) 4 8,319|2,080) |98.64)..... \95.61||..... |.eee || 1.90) 4.40) 0.50).....|...- 6.80) 1,57)|9,98 
Philadelphia, Wilmington & Baltimore..|......| 177 153,009|1,987] 59.43... '12.88/|..... bebbds 6.50) 9.00) 1.00),....| 6 90/23.40)| 4.75 6.08 
Pitts., Ft. Wayne & Chi. (East’n Div.)*) 371/ 153|| 37y,132/2.478) 42.24)... ..|16.48||14.50|1 095|| 3.6%) 9.98) 0.89| 2.01| 6.64|17.20)| 1,681.68 
“4 “« (Western Div.)*) 280] 112|| 297 707/2,65s) |41.34).....|17 68||15.90)1.084|| 3.08) 6.27) 0.46| 2.43) 6.54|17.78)) 2.18/28 
Pitts., Cin. & St. L. (Little Miami Div.)*| 197| 39 89,474|2.255 50.81| .....|19,29||14.58/1,110|| 5.74! 6.60) .87| 2.29] 7.05 21.45 2.63 
“  «  & — (Pittsb. & Col. Div.)*| 224) 89|) 210 496/2,361)/31.08).. . ..|15.5:| |17.10 1.210|| 8 5u| 4.48) 0,89) 2.47 7,08) 28.40 1.90/90 
South Carolima...........cececeeeeeseee 242} 35 63,094) 1,803)|..... 44.40/27 .17)| 3 67| 4.63 O.47|..+..|..+-e | B.TT||ene0 ane 
St. Louis, I. M. & So. (Arkansas Div.)...| 825) 30|| 64.575|2,153 |.... |88.00/17.60)|..... ‘|| 3,24] 6.84) 0.61|.....| 7.28(17.42 |. age|e 
Terre Haute & Ind. (Indianapolis Div.)| 118)... 63,491)..... \28 60).....|19.80) | 8.23| 6.93 0 88).....| 8.33/23.26|| 1.66).. 
“ « (Vandalia Div.).....| 158).... | 74,732) .. +. ||85.00).... |92 30} || 5.50) 4,29) 0.88]..... 7.53/18.18)| 1-49)..5 
Weed FORNET ces 6c sceucces s0ccced sedve | 128| 16); 21,280 ree eee i. eae ares 0.60) .....)..0+ 19.60)| 4 
A iiah “i \ t i ( hdl \ i \ eee 








* Five empty cars rated as three loaded ones. 
¢t Three empty cars rated as two loaded ones, 








t Switching and work train engines allowed 60 miles per day. 
§ Switching engines allowed 6 miles per hour. 
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